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Are you shipping freight overseas? 
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More and more leading companies are simplifying carload shipping problems and hand 


reducing their costs by turning the whole job over to American Express Foreign Freight those 
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% Your customs clearances % Your Marine Insurance placement 
%* Your warehousing %& Your consular invoicing 


Experience and world-wide facilities for complete shipping follow-through are the reasons 
behind the importance and dependability of American Express Foreign Freight Service to 
exporters and importers. Call Traffic Division at any of the following offices. 
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A Crack in the Iron Curtain 


By far the largest single factor in railroad operat- 

ing expense is the bill for wages. Those wages 
are controlled under a rather loose system outlined 
in the railway labor act which, in its cold practical 
workings, usually operates to the advantage of those 
receiving the wages. 

Rates, which govern the revenues from which 
wages must be paid, are, on the other hand, much 
more rigidly regulated by the Interstate Commerce 
Commission. ; 

Therein rests the anomaly: an intimate interrela- 
tion of wages and rates on the economic side, and a 
complete divorce of them on the regulatory side. 


The anomaly was graphically stated in the petition 
for general freight rate increases, in Ex Parte 166, in 
which the railroads said frankly that, should there be 
substantial wage increases subsequent to the filing of 
that petition, an amendment to it, asking for still fur- 
ther increases would be filed. 

It is perfectly obvious, therefore, that the public 
which pays the rates from which railroad revenues are 
built has a vital interest in railroad wage matters. 

The agitation for a public voice in railroad wage 
proceedings goes back to the early 1920s, when the 
hand of the federal government was first inserted in 
those proceedings in the form of the ill-starred Railway 
Labor Board. At that time, a petition of intervention 
in a wage case before that board, filed by the National 
Industrial Traffic League, was summarily denied. 

After the passing of the board and the substitu- 
tion for it of negotiation, mediation, arbitration and 
fact-finding, under the railway labor act, no overt at- 
tempt on the part of anyone representing the public 
to be heard in a railway wage case was made until the 
appearance of Mr. John S. Burchmore, on behalf of the 
league, in the instant arbitration of the wage dispute 
between the railroads and the non-operating railroad 
unions. 


His presentation, as it appears in the record of the 
hearings of the arbitration board, was sound and logical. 
But if it was intended to make enough noise to apprise 
the general public of its economic stake in rdilroad 
Wage cases, and if it was intended to convince the 
arbitrators that they were, in effect, sitting on a ques- 
tion of rates as well as one of wages, it was not very 
impressive. 

In the first place, the noise it made was only 





























585 


slightly above a whisper. This was not Mr. Burch- 
more’s fault. If the blame must be placed anywhere, 
it should lie at the door of the traditional misappre- 
hension of the league itself that what it does can be 
made most effective by keeping it quiet. 

The league’s entry in the case was the result of a 
resolution of its executive committee submitted to its 
membership by mail vote. That vote, according to 
Mr. Burchmore’s statement to the arbitration board, 
“ratified overwhelmingly” the position of the executive 
committee. But until he said so, there was no general 
knowledge of the “overwhelming” ratification, and 
few found out about it afterwards, because, except as 
we state it here and as it appears in the news story 
of the hearings elsewhere in this issue, we know of 
no newspaper or other publication that paid the slight- 
est attention to it. 


S A MATTER OF FACT, the league’s executive 
committee didn’t even want the information to 
leak out that it had submitted the matter to its mem- 
bers for vote. The ballot on which it was submitted, 
also set before the league’s members the question as to 
the position it should take in Ex Parte 166, but requests, 
at the time it was mailed, for copies of that ballot were 
refused. 

It was, of course, not difficult to obtain a copy, 
since it was mailed to 1400 league members. But we 
are not now discussing reportorial ingenuity. We are 
instead pointing out that an organization, the real 
strength of which must lie in public opinion about it, 
fosters strange logic when it does whatever it can to 
keep the public from finding out what it is doing. 

It did make a public announcement of the result 
of the voting on the Ex Parte 166 position but pointedly 
left reference to the wage appearance matter out of 
that announcement. Further, it carefully concealed 
the plan for the appearance of Mr. Burchmore before 
the arbitrators until the moment he took the stand. 
The position on that was, as we understand it, that 
should counsel for the labor unions discover in advance 
that the league intended to have its say, Trojan efforts 
would be exerted to keep it from putting anything in 
the record. 


Well, maybe the labor lawyers were taken com- 
pletely by surprise when Mr. Burchmore mounted the 
witness stand. But knowing labor lawyers as we do, 















































When Chicago-Dubuque 
Transportation Company 
began business, loads were 
only butter and eggs from 
lowa producers to Chicago 
markets. Soon merchants 
requested that general 
merchandise be carried on 
return trips. Now, big loads 
move with speed both 
ways on scheduled 6-hr. 
runs — all by Trailers. 
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16 TRUCKS Jill a FRUEHAUF TRAILERS ° 


Butter and egg producers in the rich 
agricultural area which surrounds 
Dubuque, Iowa, had a problem to 
solve. 

Chicago was their chief market— 
200 miles away. Creamery butter and 
eggs had to be delivered fresh in 
order to command top prices. Hold- 
ing hauling costs to a minimum was 
a “must” to meet competition. 


Direct Trailer delivery was the 
answer . . . and here is a perfect 
example of how loads go up and costs 
go down by this modern, flexible 
method. 

“SHUTTLE” OPERATION! 
Chicago-Dubuque Motor Transporta- 
tion Company established terminals 
in Dubuque and Chicago. They 
bought Fruehauf Refrigerated Trail- 
ers —2 for every power unit. 

This permitted empty Trailers to 
be left standing for loading while 
the trucks were coupled to loaded 


IF IT’S STAINLESS STEEL IT’S A FRUEHAUF! 
Only Fruehauf builds Stainless Steel Trailers! They are lighter 
but stronger and non-corrosive. The fact that experienced 
users everywhere are buying more and more—in fact, by the 
hundreds —is recognition of their long life, their lasting 


beauty and phenomenally low maintenance costs. 


“you can PULL 
FAR MORE THAN 
you can CARRY! 
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Vans and rolled on to destination. 
Each truck pulled bigger loads, made 
fewer trips, worked with minimum 
delays and served customers better. 
ADDS STAINLESS STEEL VANS! 
More Trailers were added. Today, 5 
new Stainless Steel “rolling refrig- 
erators’—all big butter and egg 
Vans—bring the total up to 21 Frue- 
haufs. With only ten trucks to pull 
them, this fleet forms a continuous 
“conveyor belt” between the two 
cities—with money-saving economies 
not possible by any other method. 
TRAILERS MAY HELP YOU! 

The Fruehauf man in your vicinity 
can tell you of many other examples 
of Trailer economies. Let him help 
you solve your hauling problem. 


World's Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY 
DETROIT 32, MICHIGAN 


69 Factory Service Branches 


MOTOR TRANSPORT PAYS ITS WAY! 


@ Only 1 in every 6 vehicles on the road is a truck 
@ Only 1 in every 5 miles traveled is by truck 
@ Yet 1 in every 3 highway. tax dollars is paid by trucks 
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we do not suspect them of such naivete. Indeed, had 
they known in advance how the cross-questioning of 
the league witness was to develop (and maybe they 
did). they would doubtless have done everything in 
their power to encourage his presence. 


E READ that cross-questioning with mixed feel- 

ings. The most surprising thing in it, was not the 
clever deviousness of thé questioning labor lawyer, but 
the questions and statements of the chairman of the 
board, which indicated that, in his mind at least, the 
decision as to the award was already pretty clearly 
formed. 

His “general observation” near the end of Mr. 
Burchmore’s cross-questioning, sounded much more 
like the argument of an opponent, than the words of a 
quasi-judicial neutral arbitrator. We conceive that the 
hearts of the members of the management conferees 
sank when they heard it. It indicated that there was 
little hope for them in the proceedings. 

The whole of the discussion concerned with gen- 
eral economics—particularly that part of that dealing 
with the failure of the league to exert its efforts in 
reducing costs of railroad materials and supplies— 


harmed the league more than it helped. The trend: 


taken by the cross-examination probably made it im- 
possible to evade—if, indeed, it should have been 
evaded. But we think there might have been a little 
more insistence on the constitutional functions of the 
league and on the identity of its members as men con- 
cerned solely with transportation and not with the 
making of price and profit policies. 

Mr. Burchmore clearly stated the functions of the 
league in opening his statement. Its members, he said, 
were “banded together with respect to the matter of 
transportation—to procure better conditions in trans- 
portation; to cooperate with state and national organ- 
izations and bodies, and with the carriers, in bringing 
about better conditions, and the best of service, and 
so forth.” 


Once, again, in the midst of his cross-examination, 
he pointed out that the league was concerned only 
with transportation; but the discussion of economic 
matters continued and some rather cogent statements 
about prices and profits went into the record. There 
is little encouragement, as ‘we see it, in the fact that 
some of the things said were pretty silly; such as the 
implication that a man who traveled by automobile 
because railroad fares were high thereby laid himself 
open to the charge of being unpatriotic. But, on the 
other hand, the editors of railroad union publications 
will not overlook other statements in their skill in 
tearing sentences from their contexts when writing 
editorials designed to show the members of those 
unions the crass selfishness of “capitalists.” 

Maybe, when we stop to think of it calmly, it is 
just as well that the first “public” appearance before a 
railroad wage arbitration board didn’t get too much 
publicity. It may have value as a precedent in the long, 
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hard pull that will, we hope, eventually raise the iron 
curtain between regulation of wages and rates, but we 
are afraid it will have little effect in preventing the 
filing of the amendment to the petition in Ex Parte 
166 that was promised if and when there should be 
another railroad wage increase. 


Louisiana Opposes Barring of Non- 
Lawyers in Administrative Cases 


Clayton W. Coleman, acting secretary of the Louisiana 
Public Service Commission, has addressed a letter to’ members 
of Congress from that state setting forth the state commis- 
sion’s objections to H. R. 2657, introduced by Representative 
Gwynne, of Iowa, which would eliminate practice by non- 
lawyers before federal administrative bodies, such as the Com- 
mission. 

Mr. Coleman observes that, for 10 years, the state com- 
mission has been without the services of a regularly assigned 
attorney, and that there are not, to his knowledge, any attor- 
neys practicing in Louisiana “familiar with the complicated 
subject of carrier rates and rate structures other than those 
already in the employment of the carriers.” He adds that “to 
impart the requisite technical knowledge to one, would be a 
slow and tedious process.” 

He also observes that the seven-man steering committee 
of the southwestern states that appeared in the Class Rate 
Case before the Commission had four non-lawyers as members, 
one non-lawyer being its chairman. 

Mr. Coleman’s letter, made available through the I. C. C. 
Practitioners’ Association, follows: 


I am directed by the Commission to place before you their views 
with respect to H. R. 2657, by Mr. Gwynne of Iowa, entitled ‘‘Admin- 
istrative Practitioners Act,’’ which is giving the members of this 
commission serious concern. 

This bill is similar in import to measures which have been intro- 
duced in Congress intermittently for the past decade or more, all of 
which have met with formidable opposition, both Within and without 
Congress, and none of which have ever attained the status of law. 

This concern arises from several considerations. 

Act 195 of the legislature of Louisiana for 1906 makes it the duty 
of this commission to appear before the Interstate Commerce Commis- 
sion, ‘‘through any of its Commissioners, or its Secretary, or by a duly 
authorized attorney,’’ ... ‘‘whenever in its judgment the interest of 
shippers or consignees in the state of Louisiana may require it.’’ 

Responsive to the mandate in this act, this commission has for 
years participated in appropriate proceedings before the Interstate Com- 
merce Commission, At the time of the passage of that act, of course, 
the main function of the Interstate Commerce Commission lay in the 
regulation of rates charged by common carrier railroads of the nation. 
In the transportation act of 1920 its duties were considerably extended, 
taking in, among other things, the issuance of certificates of conven- 
ience and necessity before railroad lines in interstate commerce could 
be constructed or extended or abandoned. Under the amended act, the 
Interstate Commerce Commission was also vested with the duty of 
supervising the financial structure of railroads. Later, in 1935, it was 
given jurisdiction over the rates, operations and fincial practices of 
freight and passenger motor lines to practically the same extent as it 
had jurisdiction over common carrier railroads. 

In 1940, it already had jurisdiction over water lines serving the 
United States, where joint rates and routes were maintained in con- 
nection with rail lines; but in the transportation act of 1940, the Com- 
mission for the first time assumed control as well over the port-to-port 
rates of water carriers, and it was empowered to grant or withhold 
certificates of public convenience and necessity in the same manner 
as it had been empowered by the transportation act of 1920 with re- 
spect to rail lines. 

Though there is no specific statutory provision in the premises, by 
virtue of the fact that the work of the Federal Power Commission in 
the national field covers practically the same ground as this Commis- 
sion’s jurisdiction in respect of intrastate regulation of electric and 
gas utilities, we have had occasion frequently to actively join the 
Federal Power Commission in its investigations, Right at this moment, 
we are working jointly with that body and the commissions of other 
southern states in a determination of the value of United Gas Pipe 
Line Co.’s physical property in the dozen odd states served by that 
system, to be used in the fixing of a rate base. 

In practically all of this work, this commission has proceeded with- 
out the services of an attorney at law, the cases being handled by the 
secretary or other qualified members of its staff. 


Absence of Attorney’s Services 


Since the death of the Honorable W. M. Barrow, some ten years 
ago, who had been for years special assistant attorney general in 
charge of the commission’s legal work, this commission has been with- 
out the services and aid of a regularly assigned attorney. In suits 
growing out of the exercise of its jurisdiction, the attorney general of 
the State assigns some member of his staff to represent the commis- 
sion, though even in such litigation, the burden of justifying the Com- 
mission’s order largely falls on the carrier or utility interested in 
maintaining it. 
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The law, in cases before the federal administrative agencies men- 
tioned, is not particularly complex, but the facts are almost always 
highly so, subject to many divergent views, and the long experience 
of the commission and its staff in dealing with the issues of fact, as 
well as of law, have worked to the advantage of the state and its people. 

This is not said in any degree in derogation of attorneys at law, 
but there are not, to my knowledge, any attorneys practicing in Loui- 
siana familiar with the complicated subject of carrier rates and rate 
structures other than those already in the employment of carriers, and 
to impart the requisite technical knowledge to one, would be a slow 
and tedious process. : 

And this is true of the practice before the Federal Power Com- 
mission, the Communications Commission and the United States Mari- 
time Commission. 

It is true that the bill, under its terms, even if enacted into law 
would not go into full force and effect immediately, but the fact that 
the evil day is deferred makes it none the less obnoxious. 

You are familiar with. the tendency of principles of federal legis- 
lation to eventually find their way into the fabric of state jurisprudence; 
and the commission is apprehensive that such a course with respect 
to the subject matter of this communication will have the result that 
the state commissions will no longer be a forum where one of modest 
means will be able to have his rights against great corporations ad- 
judicated without cost to him, or substantially without cost except for 
his personal expenses. 


Southern Governors’ Case Cited 


Let me cite the instance of the potential workings of the proposed 
statute in a case of vast importance to the industrial development of 
the south recently decided by the Supreme Court of the United States, 
commonly known as the Southern Governors Rate Case, decided favor- 
ably to the contentions of the south. 

The case strung out for several years before the Interstate Com- 
merce Commission, For account of Louisiana, the case was handled 
before the I. C. C. by Colonel P. A. Frye, then Secretary of the Loui- 
siana Public Service Commission, but presently on leave and function- 
ing as Director of the Department of Highways of Louisiana, 

Colonel Frye was a member of the steering committee of the south- 
western states of Arkansas, Oklahoma, Louisiana, Texas and Kansas. 
These states took identical positions in the case and appeared as a 
geographical unit. Of the seven members of this all-important com- 
mittee—four, including its chairman, Mr. J. C. Murray, of Little Rock, 
were and are non-lawyers. How active they were in conducting the 
case, and how effective were their efforts, the record in the case and 
the order, and the opinion of the Supreme Court are the best evidence. 

Had the considered bill been in full force and effect as law, these 
four experienced and capable men, all having had years of experi- 
ence in dealing with the intricate litigation before the Interstate Com- 
merce Commission, all versed in the interstate commerce and related 
acts as well as the applicable constitutional and statutory law, would 
have been precluded from acting as co-counsel in the case, to the great 
detriment of the area they represented. 

I have no doubt that the Interstate Commerce Commission as well 
as some of the other federal administrative agencies, will appear 
through properly qualified and competent officers before the committee 
with which the bill is and there testify to the valuable services ren- 
dered by non-lawyer members of their respective bars. 

For these, as well as many other reasons, we respectfully ask that 
you oppose H. R. 2657. 


Bar Association to Discuss Subject 


The American Bar Association program for its meeting 
beginning September 22, in Cleveland, will include substantial 
activity in connection with administrative practice. According 
to the program, Paul M. Herzog, chairman, National Labor 
Relations Board, will speak on “The Examiner in Federal Ad- 
ministrative Practice.” R. W. Denham, general counsel for the 
N. R. L. B., will talk on “Federal Trial Examiners’ Conference 
—A New Objective.” 

Committee reports to be received at the meeting include 
those on ‘Selection and Quality of Examiners and Personnel,” 
Edward K. Wheeler, Washington, chairman; “Standards of Con- 
duct,” Ralph N. Kelps, Sacramento, Calif., chairman; ‘“Admis- 
sion to Practice Before Administrative Agencies,” Aaron L. 
Ford, Washington, D. C., chairman; ‘Federal Administrative 
Procedure Rules,” Ashley Sellers, Washington, D. C. 

Representative Wynne will speak on “Administrative Law 
and Legislation.” There will be a report on state legislation by 
George Rossman, of Salem, Ore. 


NELSON LEAVES COMMERCE POST 


The Department of Commerce has announced the resigna- 
tion from government service of Dr. James C. Nelson, chief 
of the transportation division, Office of Domestic Commerce, 
to join the faculty of Washington State College, as professor 
of economics, in September. His work there, the announcement 
said, would be in the field of transportation. 


Before joining the department, Dr. Nelson had served with 
the Office of Defense Transportation, the Board of Investigation 
and Research, the Bureau of Agricultural Economics and on 
a special assignment with the National Resources Planning 
Board. The announcement added: 


Dr. Nelson came to the Department of Commerce in January, 1945, 
to head the work of the transportation unit of the Bureau of Foreign 
and Domestic Commerce. Under his direction, the unit was developed 
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into a division and carried on research to determine the needs of in- 
dustry and commerce for transportation services of all types. 

New activities of the division under Dr. Nelson included a series 
of case studies of the significance of transportation rates and services 
in the development of specific industries, and a group of traffic flow 
studies showing rail and water movements on a state-to-state and 
region-to-region basis. Results of these studies are to be published by 
the Department of Commerce. 


President Truman Reviews 
1948 Budget Changes 


In a midyear budget review, President Truman touched 
on appropriations and expenditures in the course of his ‘‘de- 
tailed analysis” of how changes in the 1948 federal budget 
came about. 

A supplemental appropriation of $39 million and a reap- 
propriation of $17 million were recommended for the Depart- 
ment of Commerce, primarily to accelerate improvement of 
the federal airways system and to permit greater flexibility 
in the grant-in-aid program for airport construction, said the 
President. He added that a supplemental request of $22 mil- 
lion was required because of an expected increase in the post 
office deficit due to a rise in the volume of mail. 

“These and several smaller items added 92 million dollars 
to recommended appropriations for transportation and com- 
munication for the current fiscal year,” he continued. “If 
they had been allowed in full by the Congress, they would have 
added about 17 million dollars to expenditures this year.” 


Road Aid Expenditures Slowed 


At another point in his review, the President said a reduc- 
tion of $160 million in estimated expenditures for transporta- 
tion and communication was accounted for by a slower rate of 
expenditures for federal-aid highway grants than had been 
estimated last January and a more rapid rate of repayments 
to the Reconstruction and Finance Corporation on pre-war 
railroad loans. 

Cuts by Congress 


“Appropriations for transportation and communication were 
cut 220 million dollars by the Congress,” said the President. 
“Expenditures during the fiscal year are reduced 133 million 
dollars on this account. The largest of these appropriation 
cuts is 71 million dollars for the Civil Aeronautics Administra- 
tion. This will retard improvement of the federal airways sys- 
tem, particularly the installation of instrument landing aids, 
and will delay improvement of many airports. The other major 
cuts in appropriations for 1948 are 49 million dollars for the 
Post Office Department, 46 million dollars for the Coast Guard, 
and 36 million dollars for federal-aid highway grants.” 


Maritime Commission Financing 


In connection with funds of the Maritime Commission, the 
President said: 


In July I recommended that an estimated 325 million dollars in 
revolving funds held by the Maritime Commission for ship operation 
be carried to the treasury surplus fund. In the process of changing the 
Maritime Commission financing from a revolving fund to an annual 
basis the Congress rescinded these and other unexpended balances 
estimated at 550 million dollars, but provided a new appropriation of 
not to exceed 200 million dollars to the Secretary of the Treasury to 
liquidate outstanding obligations. 


Later, under the heading of “Major Items of Increase,” 
the President said: 


The Congress has changed the arrangements for handling the 
finances of certain operations of the Maritime Commission and the 
liquidation of the former War Shipping Administration. These changes, 
together with the temporary extensions of authority to operate ships, 
result in an increase in appropriations and reappropriations now esti- 
mated at about 160 million dollars. Expenditures in fiscal 1948 will be 
increased by 177 million dollars, but this will in the main be offset by 
increases in miscellaneous receipts! 


In a “Recapitulation by Functions,’ President Truman 
said that, for transportation and communication, the expendi- 
ture estimate had been cut by 95 million dollars since January. 
This, he added, was largely due to the changed outlook for the 
public roads program and to Congressional action on the ail- 
port and air facility programs. 


TWO JOHNSONS VISIT PRESIDENT 


Director Johnson, of the Office of Defense Transportation, 
and Louis Johnson, former Assistant Secretary of War, visited 
President Truman on the morning of August 26. After the 
visit, Director Johnson said he had no comment. 
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Pan-Atlantic Granted Authority to 
Serve Port St. Joe and Miami, Fla. 


Pan-Atlantic Steamship Corporation, Mobile, Ala., has been 
granted authority, effective September 27, for operation by 
self-propelled vessels, in the transportation of passengers and 
commodities generally, between Port St. Joe and Miama, Fa., 
and the ports of Boston, New York harbor, Philadelphia, George- 


town, S. C., New Orleans, Mobile, and Panama City and 
Tampa, Fla. (See Traffic World, July 26, p. 268.) The action 
was taken by a report, amended certificate and order of the 
Commission, division 4, in W-376, Sub. 1, Pan-Atlantic Steam- 
ship Corporation Extension—Port Saint Joe, embracing W-376, 
Same, Common Carrier Application, reopened for further con- 
sideration, and W-376, Sub. 2, Same, Extension—Miami. 

The division said that in W-376, Pan Atlantic, a wholly 
owned subsidiary of Waterman Steamship Corporation, Mobile, 
was authorized to continue transportation of passengers and 
commodities generally between Boston, New York harbor, Phila- 
delphia, Georgetown, New Orleans, Mobile, Panama City, and 
Tampa. By later applications, it said, Pan-Atlantic sought 
authority to extend its operations to include service to and 
from Port St. Joe and Miami. 

Rail carriers in Official and Southern Territories and 
certain water carriers opposed granting the additional author- 
ity sought, said the division, adding that port authorities, cham- 
bers of commerce and other local interests favored the pro- 
posal. It said Pan-Atlantic had temporary authority to serve 
Port St. Joe and Miami until September 26. 

The division said no motor carriers were authorized to 
transport commodities from or to Port St. Joe and that, in the 
absence of water-carrier service, the only public transportation 
available was provided by one short-line rail carrier. Bull 
Steamship Line, it said, was the only common carrier of gen- 
eral commodities in the coastwise trade with authority to 
serve Port St. Joe and there was no authorized passenger 
service by water from or to that city. 

Prior to the war, said the division, the Bull Line operated 
between New York and Port St. Joe and after the war, as a 
government agent, operated vessels between certain ports, not 
including Port St. Joe, in coastwise service, until such govern- 
ment services were withdrawn early in March. The division 
added: 


This protestant had not resumed private operations at the time of 
the hearing because it did not believe that operations could be con- 
ducted on a sound financial basis. However, in the exceptions filed by 
the water-carrier protestants, it was stated that the Bull Line had 
recommenced operation in the coastwise trade on June 20, 1947, and 
was providing weekly sailings between the port of Baltimore, Md., 
and the ports of Miami and Tampa, Fla... . 


The division said it had been informed that by embargo 
notice of July 26, the Bull Line announced a temporary sus- 
pension of service to follow a southbound sailing of August 8, 
from Baltimore. 


Agwilines and Bull Line Opposition 


Agwiliries, the Bull Line, and. Merchants & Miners Trans- 
portation Co., said the division, did not object to Pan-Atlantic’s 
being granted authority to operate between Port St. Joe and 
Miami, on the one hand, and Gulf ports, on the other, and 
M..& M. had no objection to the proposed service between 
north Atlantic ports and Port St. Joe. It said Agwilines and 
Bull Line, however, opposed any authorization to extend serv- 
ice between north Atlantic ports and Port St. Joe and Miami. 
It added: 


The principal contention of these protestants is to the effect that 
ho coastwise carrier can operate profitably at present, that if it were 
Possible to do so they would provide the needed service, and that a 
grant of authority to applicant at this time would be contrary to the 
National transportation policy in that it would confuse and delay plans 
of authorized carriers to resume their normal operations. 


Rail carriers, said the division, contended that institution of 
the proposed service would effect a further division of traffic 
which, in their opinion, would so decrease their revenues as to 
cause a deterioration of their services. It added: 


We are directed, however, to recognize and preserve the inherent 
advantages of each mode of transportation, Communities and shippers 
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are entitled to adequate transportation service by water as well as by 
rail, and the existence of adequate rail service is not, alone, a suffi- 
cient reason for denial of water-carrier operating authority. 


Pan-Atlantic admitted at the oral argument that it was 
not operating at a profit in coastwise service, said the division. 
There was no basis for an assumption that this condition would 
continue indefinitely, it said. In the absence of Pan-Atlantic’s 
service, said the division, there would be no coastwise service 
to or from Miami and Port St. Joe except that recently estab- 
lished by Bull Line between Baltimore and Miami. The division 
also said: 


. . . the evidence in this proceeding that the Maritime Commission 
has discontinued its coastwise operations and that, with the exception 
of Bull Line’s partial resumption of pre-war services, the protestant 
water carriers have no plans for resuming their former services, 
clearly establishes the existence of public need for such additional 
service as is proposed by applicant. This conclusion is strengthened 
by the evidence offered on behalf of the numerous interests appearing 
in support of the applications. 


Commission Reaffirms Denial of 
Wharfage to Army at Norfolk 


The Commission, with five dissents, has reaffirmed its 1946 
reversal of a division 2 decision in which the division found 
unjust and unreasonable and to result in unjust discrimination, 
failure of railroads to make the Army an allowance for wharf- 
age and handling for shipside receipt and delivery of freight 
at Army base piers at Norfolk. The complaint was dismissed. 

The instant action was taken on reargument by a report 
and order in No. 29117, United States of Americasvs. Aberdeen 
& Rockfish Railroad Co. et al. The affirmed decision on recon- 
sideration was reported in 264 I. C. C. 683 (see Traffic World, 
June 1, p. 1633). Commissioners Splawn, Alldredge and Rogers, 
and Chairman Aitchison, dissented from the latest decision, as 
they did from the 1946 ruling. Commissioner Johnson who is 
also director of the Office of Defense Transportation, joined 
Commissioner Splawn’s dissent. 

After a review of pertinent tariff provisions, increased war- 
time traffic over piers taken over by the Army, and saying rail- 
roads did not pay allowances to private shippers for wharfage 
or for handling export freight and did not perform that service 
on private piers, the majority report continued, in part: 


There has been discussion in this proceeding with respect to the 
so-called unjust enrichment of the defendants in retaining the 4-cent 
allowance while the complainant performed the handling service and 
furnished the piers. It should be emphasized that the line-haul rates 
charged on this traffic were and are less than reasonable maxima, and 
that nothing has been added to them to cover the cost of wharfage and 
handling. For competitive reasons the defendants accord Norfolk the 
same export rates as Baltimore, Md., despite the substantially greater 
distances to Norfolk from important shipping origins. . . 


Dissenting Opinions 


Among other things, Commissioner Splawn said where 
carriers held themselves out in their tariffs by the publication 
of rates including compensation for use by shippers of such 
facilities and for such services, the affirmative assumption of 
that obligation superseded any conclusion that might be drawn 
from the silence of the law on that subject. He said defendants 
could not legally maintain such rates, collect them, and refuse 
to furnish part of the services included in them, adding that 
‘St is their duty to provide all facilities, including wharves, and 
services necessary to enable them to handle, in accordance 
with the holding out in their tariffs, all traffic that may rea- 
sonably be expected to move.” 

Chairman Aitchison joined in Commissioner Alldredge’s 
expression of-dissent. The latter said the whole structure of 
the majority’s report rested on an assertion of “a legal prin- 
ciple which is inappropriate in this case,” and quoted from the 
majority report as follows: 


It is neither the legal duty of the railroads to provide piers, which 
are essentially steamship facilities, nor to load or unload carload freight 
except in unusuai circumstances, such as live stock, or freight that is 
to be transshipped by the railroads or their agents, 


On this point, he continued: 
As applied to the factual situation before us this statement of prin- 












































































590 


ciples is, at best, only partly correct. The duty of providing piers, as 
a general rule at least, concededly may rest on steamship lines; but 
any attempt to correlate with the ownership of piers the duty of load- 
ing or unloading freight at points of connection between different trans- 
portation lines would produce a non sequitur, as it does here. There is 
no logical relation between the two. The duty of loading and unloading 
earload freight at origin and destination has long been recognized as 
that of the shipper and consignee. But equally long has it been recog- 
nized that a railroad’s duty, when it receives freight for shipment 
beyond its own lines, is to take all steps reasonably necessary to 
effectuate delivery to its connection enroute to final destination, This 
was the rule of the common law. In Myrick vs. Michigan Central R. 
Co., 107 U. S. 102, 106, it was held: 

“If the road of the company connects with other roads, and goods 
are received for transportation beyond the termination of its own line, 
there is superadded to its duty as a common carrier, that of a forwarder 
by the connecting line; that is, to deliver safely the goods to such line 
—the next carrier on the route.’’ 

That this same duty extends to a connecting water line was spe- 
cifically recognized in Texas & Pacific Ry. Co. vs. Reis, 183 U. S. 
621, 625. 

This basic common law duty has not been abolished by the inter- 
state commerce act. On the contrary, section 1(4) requires carriers by 
railroad to afford all reasonable, proper and equal facilities for the 
interchange of traffic between their respective lines and connecting 
lines, both rail and water. Compare Compagnie Auxiliare vs. D. L. & 
W. R. Co., 87 I. C. C. 443, 446. 


Partial Transfer of Deceased Water 
Operator's Rights in N. Y. Approved 


Transfer to the Callanan Road Improvement Co., of an 
amended certificate dated March 7, 1944, issued to Joseph R. 
Hutton, now deceased, in W-103, Joseph R. Hutton Contract 
Carrier Application, to the extent that the certificate authorizes 
water-carrier operation on the Hudson River between Water- 
ford, N. Y., and points on New York Harbor and contiguous 
harbors and intermediate points, has been approved by the 
Commission, division 4, by a report and order in Finance No. 
15669, Joseph R. Hutton Certificate Transfer, embracing W-103, 
effective October 1. 

The division said approval of the transfer was asked by 
Margaret K. Hutton, administratrix of the estate of Joseph R. 
Hutton, and the Callanan Company, and was opposed by North- 
eastern Inland Waterways Association, protestant, which con- 
tended that failure to operate and furnish ‘service after Mr. 
Hutton’s death in January, 1945, was due to laxness and neglect 
and was tantamount to abandonment of his operation. 

The division said it found the suspension of operation under 
the amended certificate was caused by circumstances over which 
the administratrix had no control. The record showed, it said, 
that she was anxious to settle the estate and provide for re- 
sumption of service by means of the transfer. Said the division: 


We think that any certificate may be revoked, cancelled, or modi- 
fied with the holder’s consent. The present holder’s interest in the 
amended certificate is to sell the operating rights thereby evidenced. 
Limitation of the certificate to authorize only the operation on the 
Hudson River will not defeat the transaction; and, if the transfer is 
approved, the transferee will become the potential holder. The trans- 
feree does not object to the limitation of the certificate to the river 
operation, and has no present intention of reselling the operating rights 
it has contracted to purchase. Since the transferee has no definite 
purpose to operate on the canals and Niagara River, we shall not 
authorize it to do so. Accordingly, the authority contained in the 
superseding certificate to be issued herein will be limited to the river 
operation. 


The division said the Hutton amended certificate authorized 
operation by self propelled and non-self-propelled vessels with 
the use of separate towing vessels, in transporting commodities 
generally between points in New York harbor and contiguous 
harbors and points on the Hudson River below its junction at 
Waterford, N. Y., with the Erie Canal, the Erie and Oswego 
canals, and the Niagara River. 


Abandonment of operation, said the division, connoted 
cessation of service, or long disuse of facilities, coupled with an 
intention that such service or use of facilities should not be 
resumed. It said any such intention on the part of the admin- 
istratrix was clearly negatived by the facts. It said delay in 
accomplishing a sale was due to a falure of a transaction pre- 
viously arranged and failure of any others to manifest any 
interest in the matter until a willing buyer had been found. 
Said the division: 

The record impresses us that, if the protestant did not indulge the 
expectation or hope that competition might be reduced through lapse of 


Hutton’s certificate, at least it pursued with respect thereto the course 
of laissez faire.... 


The division said the business on the canals appeared to be 
the protestant associations’ primary concern in the proceeding. 
It added that the association’s objection to the proposed trans- 
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fer would be largely satisfied by limitation of the superseding 
certificate to the river operation. 


Government Barge Line Receives 
Kansas City-Omaha Authority 


The Commission, division 4, by a report and second 
amended certificate and order in W-381, Sub. 2, Inland Water- 
ways Corporation, Extension—Omaha, and W-381, Same, Com- 
mon Carrier Application, has authorized the applicant, oper- 
ating the Federal Barge Lines, to extend its operations as a 
common carrier by non-self-propelled vessels with the use of 
separate towing vessels in transporting commodities generally, 
and by towing vessels in the performance of general towage, 
between ports and points along the Missouri River from Kan- 
sas City, Kan., to Omaha, Neb. 

Observing the applicant asked that hearing be canceled 
and the certificate issued without further hearing, contending 
the question of public convenience and necessity was foreclosed 
by section 3(b) of the inland waterways corporation act, pro- 
viding for extension of the government barge line service when 
the army Chief of Engineers certified to the Secretary of Com- 
merce facts concerning Mississippi River connecting or tributary 
waterways, the Commission said it was unnecessary to decide 
the question because of the conclusion reached with respect to 
the sufficiency of the record before it. 

The application was opposed by Class I railroads in West- 
ern Trunk-Line Territory. Inland was granted temporary au- 
thority to perform the service now permanently authorized. 
The report said Inland proposed to make one trip to Omaha 
each month, serving all intermediate ports. ao 

The division said it would not write exceptions of livestock 
and perishable freight named in the application into the 
amended certificate, and that the applicant might impose appro- 
priate limitations by tariff provisions that were reasonable and 
not discriminatory. 


CAMOUFLAGE NETS TO PATERSON, N. J. 


MC C-535, Linen -Thead Co., Inc. vs. W. T. Cowan, Inc. 
The Commission, by division 2 found that rate applicable on 
complaints’ truckload shipments of camouage nets, in bundles, 
from Baltimore, Md., to Paterson, N. J., from September 1, 
1944, to September 1, 1945, was the third-class rate of 64 cents 
a 100 pounds, minimum 18,000 pounds, and that the applicable 
rate was unreasonable to the extent it exceeded a rate of 55 
cents, minimum 20,000 pounds. Proceeding closed. 


CANADIAN ROUTE APPLICATIONS DENIED 


By a report and order in MC 3602, Sub. 21, Bridgeways, 
Inc., Extension—Alternate Canadian Routes, and four em- 
braced cases, the Commission, division 5, has denied applica- 
tions for authority to operate between Michigan and New York 
points over alternate routes through the province of Ontario, 
Canada, as not being subject to the requirements of the inter- 
state commerce act. 

The embraced:-cases were: MC 10761, Sub. 20, Trans-amer- 
ican Freight Lines, Inc.; MC 35628, Sub. 81, Interstate Motor 
Freight System; MC 44592, Sub. 6, Middle Atlantic Transporta- 
tion Co., Inc.; and MC 68830, Sub. 9, Roadway Transit Co. 

The report and order also denied that portion of the appli- 
cation in MC 35628, Sub. 81, seeking authority to operate over 
an alternate route between Flint and Port Huron, Mich. 


MOTOR CERTIFICATE CASES DISCONTINUED 


By an order in MC C-572, Harland F. Lancaster and Percy 
A. Laskey Revocation of Certificate, the Commission, division 
5, has discontinued the proceeding. It said that by an order 
dated July 31, in MC FC-24560, it had transferred to James J. 
Keating, Jr., doing business as J. J. Keating, Stoneham, Mass., 
a certificate in MC 80416 previously issued to Messrs. Lan- 
caster and Laskey, doing business as A. W. Welch Storage & 
Transportation Co., West Medford, Mass. 

Messrs. Lancaster and Laskey, by order of April 14, said 
the division, were required, within 60 days, to institute rea- 
sonably adequate and continuous motor-carrier service under 
their certificate and comply with insurance regulations. It also 
said that by an order of June 13, they were granted until 
August 22 to comply with the terms of the April 14 order. 

District Hauling & Contracting Co., Inc., Washington, D. C., 
has complied with the provisions of section 215 of the interstate 
commerce act, says the Commission, division 5, in an order 
discontinuing a proceeding in MC C-647, District Hauling & 
Contracting Co., Inc., Revocation of Permit. 

By an order of June 2 in that proceeding, it said, the 
respondent company had been required within 60 days to com- 
ply with the named section of the act and the Commission's 
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insurance regulations with respect to its motor-carrier opera- 
tions under a permit issued August 17, 1944 in MC 26983. 


COOS BAY LUMBER BY WATER 


By a report, second amended certificates and orders effec- 
tive November 12, in W-417, Sub. 1, Weyerhaeuser Steamship 
Co., Weyerhaeuser Line—Extension of Operations, and em- 
braced proceedings, the Commission, division 4, has approved 
extension of operation by the applicant in W-417, Sub. 1, 
by self-propelled vessels in the transportation of commodities 
generally from North Bend, Empire, and Coos Bay, Ore., to 
29 specified Atlantic coast ports. 

Embraced proceedings were W-417, Weyerhaeuser Steam- 
ship Co., Weyerhaeuser Line—Common Carrier Application, 
reopened for further consideration; W-617, Pacific Coast Direct 
Line, Weyerhaeuser Line—Common Carrier Application, re- 
opened for further consideration; and W-617, Sub. 1, Pacific 
Coast Direct Line, Weyerhaeuser Line—Extension of Opera- 
tions. 

Extension of operation by the applicant in W-617, Sub. 1, 
by self-propelled vessels in transporting commodities gen- 
erally from 22 specified Atlantic ports to North Bend, Empire, 
and Coos Bay, was also authorized. Amended certificates and 
orders of June 22, 1945, were superseded and canceled. 

The report said the primary purpose of extension of service 
to the Coos Bay area was to handle lumber and forest products 
therefrom. It said the largest stand of timber in any similar 
area in the United States was in the Coos Bay area. 

Representatives of the Commission of the Port of Coos 
Bay and the West Coast Lumbermen’s Association supported 
the application, said the division, adding that these interests 
were concerned primarily with obtaining adequate vessel ton- 
nage with more frequent sailings to handle traffic from the 
area. It said the increased production of timber in the area 
was stressed as the principal factor in support of more water- 
carrier service. 


EASTERN STEAMSHIP TEMPORARY RIGHTS 


The Commission, division 4, by an order in W-311, Sub. 1, 
Eastern Steamship Lines, Inc., Temporary Authority, effective 
October 1, to and including March 28, 1948, has authorized 
Eastern Steamship Lines, Inc., Boston, Mass., to operate as a 
common carrier by self-propelled vessels in the transporta- 
tion of passengers and their automobiles between New York, 
N. Y., and Miami, Fla. 


RAIL-WATER FOURTH SECTION ORDERS VACATED 


By an order entitled Reopened Water Competitive Ap- 
plications, the Commission, division 2, has ruled that effective 
October 15, specified fourth-section orders are vacated and set 
aside and the respective applications denied. It says a pro- 
ceeding instituted by order of June 17, reopening the afore- 
mentioned applications, is discontinued. 

The division said that by order of June 17, the Commission, 
pursuant to a request filed by Harry C. Ames on behalf of 
the Atlantic Coastwise and North Atlantic-Gulf Lines for in- 
vestigation into the lawfulness of rates and practices on traffic 
transported by railroad in competition with water carriers, 
reopened specified fourth-section proceedings for reconsidera- 
tion and ordered the applicants to show cause on or before 
August 1, why an order or orders should not be entered vacat- 
ing or modifying the outstanding fourth-section orders of relief 
in each of the proceedings. 

It said that by returns seasonably filed the agents on be- 
half of applicants in the respective applications had advised 
that the relief granted was no longer necessary or desired. 
The proceedings and the agents were listed as follows: 


Application No. 16062, Order 12407, coffee to Jacksonville, Fla., 216 
C. C. 561, Agent J. G. Kerr, August 4, 1947. 

Application No. 16235, Order 12565, potatoes from Virginia points on 
Norfolk S. R., 219 I. C. C. 108, Agent W. S. Curlett, July 30, 1947. 

Application Nos. 17388 and 17495, Order 13586, wine from Atlanta, 
Ga., 234 I. C. C. 793, Agent J. G, Kerr, August 4, 1947. 

Application No. 17626, Order 13562, grain and grain products from 
Claxton, Ga., 234 I. C. C. 709, Agent J. G. Kerr, July 21, 1947. 

Application Nos. 18405 and 18524, Order 13837, potatoes from Port- 
lock, Va., to New York points (unreported); Agent W. S. Curlett, 
July 30, 1947. 


INTERVENER OVERRULED IN C. & O. CASES 


The Commission, division 4, has overruled a motion of 
Howard D. McGeorge, intervener, that the Commission, with- 
out waiting for hearing on a petition of the Chesapeake & Ohio 
Railroad Co. and Allegheny Corporation, and on applications 
of Robert R. Young and Robert J. Bowman, order the C. & O. 
to divest itself “forthwith” of holdings of stock of the Nickel 
Plate railroad. 


The action was taken by an order in Finance No. 14692, 
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Petition of Chesapeake & Ohio Railway Co. and Allegheny 
Corporation for Modification of Order of June 5, 1945, and 
Amendment of Trust Agreement of June 14, 1945, and Finance 
Nos. 11923, Sub. 2, and 6281, Sub. 6, Applications of Robert R. 
Young and Robert J. Bowman for Authority to Serve as Di- 
rectors of the New York Central Railroad Co. While Retaining 
Their Present Positions with C. & O. Railway Co. and Affiliated 
Companies. 

The division said the motion presented a question that 
should be determined only on the record after hearing, and 


ee proceedings were assigned for hearing on Septem- 
r 15. 


BYRNES FORWARDING EXTENSION 

Effective on and after October 23, the Commission, division 
4, has issued an amended permit and order in No. FF-7, Suh. 1, 
W. J. Byrnes & Co. of New York, Inc., Extension—Animal 
Hairs, embracing No. FF-7, Same, Freight Forwarder Applica- 
tion, reopened for reconsideration, authorizing extension of 
service by applicant as a freight forwarder subject to part IV 
of the interstate commerce act to include the forwarding of 
imported animal hairs to New York, N. Y., from Vancouver, 
British Columbia, Seattle and Tacoma, Wash., Portland, Ore., 
and Los Angeles and San Francisco, Calif. The report said five 
importers located at New York supported the application. 


GORSAGE TEMPORARY WATER AUTHORITY 


By an amended order in W-967, Herod Gorsage Temporary 
Authority, the Commission, division 4, has authorized the ap- 
plicant to operate as a common carrier by self-propelled ves- 
sels, in the transportation of passengers on one-day excursions 
from and returning to ports and points along the Mississippi 
River between Grafton, Ill., and St. Paul, Minn., both inclusive, 
to and including October 31. 

The amended order supersedes and cancels the Commis- 
sion’s order of July 10 which denied the aforementioned author- 
ity. It said the supplemental evidence furnished showed there 
was an immediate and urgent need for the service. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be obtained 
by prompt application to the Commission.) 


*MC 1658, Sub. 15, Shirks Motor Express Corporation, Lan- 
caster, Pa. Certificate granted. General commodities, with ex- 
ceptions, between North East, Md., and the Md.-Pa. state line, 
over a specified route. 

*MC 48268, Sub. 23, C. B. Fischbach, dba Fischbach Truck- 
ing Co., Akron, O. Permit granted. Manufactured rubber prod- 
ucts and materials, equipment and supplies, under individual 
contracts or agreements, between Clarksville, Tenn., on the 
one hand, and, on the other, points in the Boston, Mass., com- 
mercial zone, over irregular routes, operating through Ky., O., 
Pa., N. J., N. ¥., Conn., and R. I. for convenience. 

*MC 2059, Sub. 6, Hersey Service, Inc., Ashland, Mass. 
Certificate denied. General commodities, with exceptions, be- 
tween Ashland, Mass., and points within 5 miles thereof, on 
the one hand, and, on the other, points in the New York com- 
mercial zone, over regular routes. 

*MC 5903, Sub. 9, West Penn Forwarding Co., Pittsburgh, 
Pa. Certificate granted. New automobiles, trucks, chassis and 
parts and accessories therefor, in initial movement, by truck- 
away method, from Detroit, Mich., to points on applicant’s 
authorized regular routes in O., Pa., W. Va., Md., and D. C., 
over specified routes. ; 

*MC 12308, Grove Storage Co., Inc., Chicago, III. License 
denied. Operation at Chicago, Ill., as a broker of transporta- 
tion of household goods between Chicago and points in IIl., 
and Ind., within 50 miles of Chicago, on the one hand, and, 
on the other, points in Mich., N. Y., O., and Pa. 

*MC 14706, Sub. 5, C. W. Kelley, dba C. W. Kelley Trans- 
port, Hutchinson, Kan. Certificate granted. Lubricating oil, 
in bulk, in tank trucks, and petroleum products, in containers, 
from Okmulgee, Okla., to points in Kan., and Colo., over 
irregular routes, with return of rejected .shipments. 

*MC 40235, Sub. 3, I. R. C. & D. Motor Freight, Inc., Rich- 
mond, Ind. Certificate granted. General commodities, with 
exceptions, over described alternate routes in Ind., and O., for 
operating convenience. 

*MC 40858, Sub. 27, Silver Fleet Motor Express, Inc., 
Louisville, Ky. Certificate granted. General commodities, with 
exceptions, to and from Listerhill, Ala., as an off-route point 
in connection with applicant’s authorized regular route opera- 


‘ tions between Decatur and Florence, Ala. 


*MC 41274, Sub. 7, Walter Petersen, dba Nielsen & Peter- 
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sen, Grand Island, Neb. Certificate denied. Household goods, 
over irregular routes, between points in Neb., Colo., Ill., Ind., 
Ia., Kan., Minn., Mo., Mont., N. D., S. D., Okla., Tex., Wis., 
and Wyo. 

*MC 44447, Sub. 4, Suburban Motor Freight, Inc., Colum- 
bus, O. Certificate granted. General commodities, with ex- 
ceptions, between specified points in Ind., O., and W. Va., over 
described routes, for operating convenience only in connection 
with applicant’s presently authorized routes, with no service 
at intermediate points; serving intermediate and off-route 
points in Marion county, Ind., within 15 miles of Indianapolis, 
Ind., in connection with presently authorized routes; and serv- 
ing intermediate and off-route points in W. Va., within 10 miles 
of Parkersburg, W. Va., in connection with presently authorized 
routes. 

*MC 52629, Sub. 25, Huber & Huber Motor Express, Inc., 
Louisville, Ky. Certificate granted. General commodities, with 
exceptions, to and from points in Jefferson county, Ky., within 
5 miles of Louisville, Ky., as intermediate and off-route points 
in connection with applicant’s otherwise authorized regular 
routes to and from Louisville. 

*MC 56244, Sub. 2, Harry Kuhn, Gardners, Pa. Certificate 
granted. Fresh fruits and empty containers therefor, canned 
goods, and fresh vegetables and specified cannery materials 
and supplies, over irregular routes, from and to specified points 
m Ma:, ©. N. J., 'N. Y.,-Pa:, Va., and W. Va. 

*MC 60251, Sub. 2, Richmond C. Dennis, dba P & D Trans- 
portation Co., Newport, R. 1. Certificate granted. Fresh fish, 
including shell fish, from Newport, R. I., to Providence, R. I., 
over irregular routes. 

*MC 76012, Sub. 3, J. J. Cleveland, dba Whidby-Camano 
Auto Freight, Oak Harbor, Wash. Certificate granted. General 
commodities, with exceptions, between Seattle and Oak Harbor, 
Wash., over specified routes. 

*MC 83744, Sub. 6, Harold H. Senger, Smyrna, Del. Per- 
mit granted. Milk and milk products, empty containers, be- 
tween points in Md., Del., N. J., D. C., Va., and Pa., between 
Franklinville, N. Y., Millerstown, Pa., and Ridgely, Md., and 
between Franklinville, Millerstown, and Ridgely, on the one 
hand, and, on the other, Philadelphia, Pa., Garfield and Newark, 
N. J., and New York, N. Y., over irregular routes. 

*MC 102223, Sub. 4, Otis Frette, Story City, la. Certificate 
granted Livestock, over irregular routes, between Story City, 
Ia., and points within 20 miles thereof, on the one hand, and, 
on the other, Chicago, Ill., St. Paul, South St. Paul, Austin and 
Albert Lea, Minn., and Omaha, Neb., and from South St. Paul 
to points in Ia., except Story City and points within 20 miles of 
Story City. 

MC 102384, Sub. 7, Rex Transportation Co., River Rouge, 
Mich. Permit granted. Gasoline and fuel oil, in bulk, in tank 
trucks, from Toledo, O., to Detroit, Mich., over irregular routes. 

*MC 105618, Sub. 3, Thomas F. Kemp, dba Kemp Transpor- 
tation Co., West Bridgewater, Mass. New upholstered furni- 
ture, over irregular routes, from Webster and Dudley, Mass., to 
points in Me., N. H., Vt., R. I, Conn., N. J., Pa., Del., Md., Va., 
W. Va., and D. C., and a described area in N.’Y., with return 
of rejected or damaged shipments. 

*MC 105633, Sub. 1, E. W. Meyer, dba Southern Brokerage 
Co., Miami, Fla. Certificate granted. Fresh and frozen fruits, 
vegetables, and sea food, from points in Fla., to points in named 
states, and dairy products, sea food, and other food products, 
from points in named states to certain points in Fla., over irreg- 
ular routes, including, for operating convenience, routes through 
Ala., Del., Miss., and Tenn. 

*MC 106162, Orem H. Bruneau and Joseph S. Langelier, 
dba B. & L. Lines, North Grosvenordale, Conn. Certificate 
granted. Passengers and baggage between Putnam, Conn., and 
Southbridge, Mass., over a specified route, subject to restric- 
tions. 


*MC 106683, Harry W. Adams, Missouri Valley, la. Certifi- 
cate granted. Commodities requiring special equipment because 
of size or weight between points in Ia., Mo., and Neb., over 
irregular routes. 

*MC 106968, Sub. 1, Robert B. White, dba Bob White’s 
Horse Transportation, San Ysidro, Calif. Certificate granted. 
Race horses and, in the same vehicle with such horses, supplies 
and equipment used. in the transportation, care, and exhibition 
of such horses, and the personal effects of their attendants, be- 
tween the boundary of the U. S. and Mexico near San Ysidro, 
Calif., on the one hand, and, on the other, points in Maricopa 


county, Ariz., and those in described counties in Calif., over 
irregular routes. 


*MC 107127, F. S. Anderson, dba Anderson Trucking Line, 
Ames, la. Permit granted. Fresh fruit and fresh vegetables 
between Ames, Ia., on the one hand, and, on the other, points in 
Ill., Minn., Mo., Neb., Kan., and Ark., and groceries from Ames 


to points in Ia., within 50 miles thereof, over irregular routes. © 


*MC 107261, John Drennon and L. A. Drennon, dba John 
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Drennon and Son, Springfield, Mo. Certificate granted. Con- 
tractors’ equipment and machinery, and structural steel, over 
irregular routes, between Springfield, Mo., on the one hand, 
and, on the other, points in Ark. 

*MC 107368, Sub. 1, Herman C. Andrew, dba Andrew 
Transfer, Sidney, Neb. Certificate denied. New and used farm 
machinery and implements, and parts therefor, and twine, 
over irregular routes, between Sidney, Neb., on the one hand, 
and, on the other, points in defined territories in Colo., S. D., 
and Wyo., and between Cheyenne, Wyo., on the one hand, and, 
on the other, points in a defined territory in Neb. 

*MC 107567, T. J. Gemmell and M. M. Gemmell, dba Gem- 
mell’s Transfer, Pulaski, Va. Certificate denied. Household 
goods between Pulaski, Va., and points in Va., within 25 miles 
of Pulaski, on the one hand, and, on the other, points in N. C., 
Tenn., Va., and W. Va., over irregular routes. 

*MC 107685, Harlen Mineer, Wheelersburg, O. Permit de- 
nied. Malt beverages from Louisville, Ky., to Portsmouth, O., 
and empty malt beverage containers, in the reverse direction, 
over irregular routes. 

*MC 107932, Henry Johnson and Edna Johnson, dba John- 
son Transport Service, Valentine, Neb. Certificate granted. 
Liquid petroleum products, in bulk, in tank trucks, from Carter 
Lake and Council Bluffs, Ia., to Springview and Valentine, 
Neb., over irregular routes, with return of rejected shipments. 

*MC 17820, Sub. 11, Hamish Turner, dba Carolina Stages, 
Spartanburg, S. C., embracing MC 14486, Sub. 11, Carolina 
Scenic Coach Lines, Spartanburg, S. C., and MC 61598, Sub. 
24, Smoky Mountain Stages, Inc., Asheville, N. C. Certificate 
granted as to passengers, baggage, express, mail and news- 
papers between Landrum and Sharon, S. C., over regular 
routes, in MC 17820, Sub. 11, and applications for certificates 
for like transportation in MC 14486, Sub. 11, between Chesnee, 
S. C., and points in N. C., and in MC 61598, Sub. 24, between 
Sharon, S. C., and points in N. C., over regular routes, denied. 

*MC 7746, Sub. 18, United Truck Lines, Inc., Spokane, 
Wash. Certificate granted. General commodities, with excep- 
tions, between Spokane, Wash., and Boise, Ida., and return, 
over a described route, serving specified intermediate and off- 
route points. 

MC 10 4004, Sub. 109, Associated Transport, Inc., New 
York, N. Y. Certificate denied. General commodities, between 
Charlotte, N. C., and Columbia, S. C., over specified routes. 

*MC 104476, Sub. 7, Charles Moore, Prattsville, N. Y. Cer- 
tificate granted. Building materials from points in N. J., within 
35 miles of, and including, Jersey City, N. J., to all points in 
Dutchess, Columbia, Greene, Delaware, Orange, Putnam, Sulli- 
van, Ulster, Otsego, Schoharie, and Chenango counties, N. Y., 
over irregular routes, with rejected shipments in the reverse 
direction, and fresh meat from points in Greene county, N. Y., 
within 2 miles of Prattsville, N. Y., to New York, N. Y., Newark 
and Jersey City, N. J., and Philadelphia, Pa., over irregular 
routes. The authority granted is on condition that applicant 
make written request for modification of his certificate in MC 
104476, Sub. 1, so as to delete therefrom authority to transport 
building materials from points in N. J., within 20 miles of 
Jersey City. 

*MC 84444, Sub. 2, McCormick’s Express, Camden, N. J. 
Permit denied. Molasses, in bulk, in tank trucks, from Balti- 
more, Md., to Camden, N. J., over irregular routes. The report 
found that the holding of a permt for the proposed operation 
together with a certificate, issued in MC 59513, authorizing 
transportation of special and general commodities within the 
same general territory, would not be consistent with the public 
interest and the national transportation policy. 

*MC 43362, Sub. 8, H. J. Uhl and Grace L. Uhl, dba H. J. 
Uhl, Wichita, Kan. Certificate granted. Commodities which, 
because of size or weight, require the use of special equipment, 
and parts thereof when moving in connection with such com- 
modities, between Kansas City, Mo., and points in Kan., on the 
one hand, and, on the other, points in Okla., Neb., Colo., Mo., 
Ill., and Tex., over irregular routes. 

*MC 20607, Sub. 7, Alexander W. Feinberg (Leah Feinberg, 
executrix), dba Stuart Trucking Co., Jersey City, N. J. Permit 
denied. Air conditioning equipment and related commodities 
between Jersey City ,N. J., on the one hand, and, on the other, 
points in Conn., Del., Md., Mass., N. Y., O., Pa. R. I, Va. 
W. Va., and D C, over irregular routes 


*MC 7576, Sub. 2, C. L. Wright and E. B. Harter, dba C. L. 
Wright Trucking, South Charleston, W. Va. Certificate denied. 
Oxygen, hydrogen, acetylene, acetic acid, vinylite, caustic, 
fluxes, and related products, from Covington and Roanoke, V4. 
Charlotte, N. C., Kingsport, Tenn., Ashland, Ky., Portsmouth, 
O., points in O., on and east of U. S. highway 21, and those in 
Pa., on and west of U. S. highway 219, to Charleston ,W. Va. 
and points within 8 miles of Charleston, traversing Md., fot 
operating convenience only, and from Charleston and points 
within 8 miles of Charleston to Pittsburgh, Johnstown, and 
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August 30, 1947 


Verona, Pa., and Cincinnati, O., and empty containers on return 
to points of origin, over irregular routes. 


COMMISSION ORDERS 

Finance 13992, Chicago, St. Louis & New Orleans Railroad Company 
et al., abandonment. Brotherhood of- Railroad Trainmens’ petition for 
reopening and reconsideration, denied. 

1. & S. M-2591, Sugar ratings in New England Territory. Re- 
spondents under special permission authority cancelled suspended 
schedules under postponement, effective May 25, proceeding discon- 
tinued. 

1. & S. M-2602, Sugar, N. Y., N. J., New England. Respondents 
under special permission authority cancelled suspended schedules under 
postponement, effective May 25, and later, proceeding discontinued. 

1. & S. 5491, Lobsters, Boston to New York City. Respondent under 
special permission having filed tariffs effective on or before July 28, 
cancelling suspended schedules, proceeding discontinued. 

1. & S. 5509, Frozen Fruits and Vegetables, Texas to the East. Re- 
spondents under special permission having filed a tariff effective July 
30, cancelling suspended Schedules, proceeding discontinued. 

MC-C 246, Transportation Activities of Brady Transfer and Storage 
Co. Date on or before which respondent shall comply with require- 
ments to cease and desist from performing any motor carrier opera- 
tions, in interstate or foreign commerce, which it was found to be 
conducting without appropriate authority, as more particularly specified 
in report and order of Commission, Division 5, of February 3, further 
extended from August 15 to November 15. 

MC-F 2583, The Greyhound Corporation, Investigation of Control, 
The Southern Limited, Inc. Time for complying with requirements of 
said order of September 13, 1946, further extended to October 13. 

MC-F 3220, Samuel L. Lebovitz, Control; Modern Transfer Co., 
Inc., Purchase (Portion), Edwin E. Clarke. Time within which the 
authority granted by order of April 25, may be exercised, is extended 
to expire January 20, 1948. 

MC 2329, Sub. 4, Ralph E. Sipple and Paul Roemer. 


Proceeding 
reopened for further hearing. 





MOTOR PURCHASE ACTIONS 
MC F-3324, Waldo E. Stewart—Control; Auto Convoy Co.—Lease 
(portion)—Automobile Shippers, Inc. Application of Auto Convoy Co., 
Dallas, Tex., for authority to lease certain operating rights of Automo- 
bile Shippers, Inc., Detroit, Mich., and of Waldo E. Stewart, of Dallas, 
for authority to acquire control of the operating rights through the 
lease, denied. The report said that in the absence of evidence showing 
that real public benefits would result from the proposed service, car- 
riers that had expended their funds and energy in developing facilities 
to handle available traffic were entitled to protection against estab- 

lishment of a new service in competition with them. 


MOTOR FINANCE CASES 

MC F-3536, Kerrville Bus Co., Inc.—Purchase—L. L. Cook and 
James Amberson. Application for authority under section 210a(b) of 
Kerrville Bus Co., Inc., of Kerrville, Tex., for temporary operation of 
motor-carrier rights of L. L. Cook and James Amberson, doing business 
as Bandera Bus Line, of Bandera, Tex., denied. 

MC F-3551, J. E. Grinpas—Control; Southwest Freight Lines, Inc. 
—Purchase—Perry. A. Brooks. Application for authority under section 
210a(b) of Southwest Freight Lines, Inc., of Kansas City, Mo., for 
temporary operation of the motor-carrier rights and properties of Perry 
A. Brooks, doing business as Brooks Truck Co., of Marshall, Mo., 
denied. 

MC F-3420, S. Robert Posey—Control; Shirks Motor Express Corp.— 
Purchase (portion)—Edwin E. Clarke. Application for authority under 
section 210(a) (b) of Shirks Motor Express Corporation of Lancaster, 
Pa., for temporary operation of a portion of the motor-carrier rights 
of Edwin E. Clarke, doing business as Clarke Motor Express, of Allen- 
town, Pa., granted August 21, 1947, provided within 30 days irom that 
date Shirks Motor Express Corporation (1) filed with the Commission 
three conformed copies of a lease agreement embracing the terms of 
the lease authorized under section 210\a)(b), (2) complied with sections 
215 and 217 of the act and rules and regulations prescribed thereunder, 
(3) instituted operations pursuant to the authority granted, and (4) 
confirmed, in writing, to the Commission, immediately upon commence- 
ment of operations, the date operations were cominenced. 


FINANCE APPLICATIONS 


Finance No. 15821, T. J. McCarthy Steamship Co., and Automotive 
Trades Steamship Co., of Detroit, Mich., jointly ask authority to merge 
the water carrier properties and franchises of the latter company into 
the former. The application said the Automotive Trades Steamship Co. 
would be dissolved. It added that the authorized capital stock of 
McCarthy would be increased from 10,000 to 100,000 shares of common, 
no par value, and that the outstanding 34,920 shares of Automotive, 
Par value $1 a share, would be exchanged for stock in McCarthy, share 
and share alike. Pending determination of the merger, temporary oper- 
ating authority by McCarthy is asked. 

Finance No. 15822, Ohio Bus Line Co., Cincinnati, O., asks authority 
to issue 2,090 shares of common stock, $100 value each, in exchange for 
an equal number of shares outstanding, of which 1,250 shares are held 
by King Brothers Co., and to assume obligation in respect of payment 
of a promissory note of King Brothers Co. in the principal amount of 
not exceeding $90,000, plus interest at 2 per cent per annum, repre- 
senting the unpaid balance of an original amount of $100,000 due in 60 
equal monthly installments from January 24, 1947. The application 
Said such authority was requested in order to accomplish merger of 
King Brothers into the Ohio Bus Line Co., pending before the Com- 
mission in MC F-3561, both of which are wholly-owned subsidiaries of 
the Cincinnati Street Railway Co. 
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Finance No, 15323, Cleveland, Cincinnati, Chicago & St. Louis Rail- 
way Co., and New York Central Railroad Co. jointly ask authority for 
construction by the former and operation by the latter of a branch line 
of railroad in Christian county, Ill., extending from a point of con- 
nection with the St. Louis division of the C. C. C. & St. L. immediately 
west of Pana in a southerly direction approximately 2.5 miles to a 
connection with a track of the Illinois Central. The application said the 
new trackage would provide access to a large area of undeveloped coal, 
comprising 10,400 acres, estimated to produce 72,000,000 removable tons. 

MC F-3575, E. J. Scannell, Inc., Somerville, Mass., asks authority 
to purchase a portion of motor operating rights of Marshall’s Express, : 
St. Michaels, Md. 4 

MC F-3576,:Transcon Lines, Oklahoma City, Okla., asks authority 
to purchase a portion of the motor operating rights of Anderson Motor 
Service Co., St. Louis, Mo. 

MC F-3577, Capitol Trucking Corporation, Brooklyn, N. Y., asks 
authority to lease operating rights under certificate in MC 7612 of Byrnes 
Express & Trucking Co., Brooklyn, N. Y. 

Finance No. 15796 (supplemental), Southern Pacific Co. asks ap- 
proval of acceptance of a bid price of 99.76 per cent, submitted by a 
group represented by the First National Bank of the City of New York, 
for its proposed issue of $11,400,000 of series ‘‘V’’ equipment trust 
certificates, to bear dividends at the rate of 2 per cent per annum. 

MC F-3578, Northern Transportation Co., Los Angeles, Calif., asks 
authority to purchase certain operating rights of John S. Ginocchio, 
dba Nevada-California Transportation Co., Reno, Nev. 

Finance No. 15825, Philadelphia, Baltimore & Washington Railroad 
Co., and the Pennsylvania Railroad Co., lessee, jointly ask a certificate 
authorizing construction by the former and operation by the latter of 
a line of railroad to be known as Back River branch, in Baltimore 
county, Md. The application said the line would extend from the east 
end of applicants’ Bay View Yard (beginning at a point in Baltimore 
county between the city limits of Baltimore and Back River) in a 
southerly direction between North Point Boulevard and the Back River, 
approximately 6 miles. It added that the line was required to serve 
new industrial development at Sparrows Point and to provide a new 
interchange of traffic with the Patapsco & Back Rivers Railroad. The 
construction is to be financed from current funds. 

Finance No. 15826, Patapsco & Back Rivers Railroad Co. asks 
authority to construct and operate two single track extensions to its 
existing lines of railroad, in Baltimore county, Md., on leased-land 
of the Bethlehem Steel Co., as part of a program, it says, to improve 
interchange facilities with the P. R. R. and the B. & O., and to provide 
for the handling of traffic which will result from industrial expansion 
in the area served. The first extension is to run from points near 
the north end of applicant’s existing line to a point of connection with 
the branch of the P. B. & W., proposed to be constructed in Finance 
No. 15825, a distance of approximately one mile. 

The other extension is to run from points near the north end of 
applicant’s line to a point south of Millers Island Road and east of 
North Point Road, about 2,800 feet west of the shore line of Chesapeake 
Bay, approximately 2.4 miles in length, together with two %-mile con- 
necting spurs. In connection with applicant’s program, the application 
said it was expected that the B. & O. would relocate and expand its 
receiving and classification yards located between Greys Creek and 
Bear Creek, and that the applicant would construct receiving and classi- 
fication yards adjacent thereto and would relocate a portion of its 
present tracks leading to such interchange facilities. The proposed con- 
struction is to be financed from current funds. 


MC F-3579, West Coast Fast Freight, Inc., Los Angeles, Calif., asks 
authority to purchase operating rights and properties of System Freight 
Service, Los Angeles, Calif., and temporarily to operate under lease. 

Finance No. 15828, West Coast Fast Freight, Inc., Los Angeles, 
Calif., asks authority to issue 1,500 shares of preferred stock, par 
value $100 a share, and a promissory note in the amount of $125,000, 
payable to System Freight Service, in order to provide in part funds 
for the purchase of the motor carrier operating rights and properties 
of the latter company. The total estimated purchase price is $510,000, 
of which $10,000 is to be paid in cash on approval of the transaction, 
$150,000 to be provided by issuance of the preferred stock, and the 
balance of $350,000 will be covered by a conditional sales contract. 

Finance No. 15829, Reading Co. and the Williams Valley Railroad 
Co. jointly ask authority to merge the latter company into the former. 
The application said the Williams Company’s railroad extended 11.08 
miles from Williams Valley Junction to Lykens, Pa., and had been 
operated by the Reading under agreement since January 1, 1929. It 
added that ne change was contemplated in the capitalization of Reading 
as a result of the merger and that the outstanding capital stock of 
Williams Valley, consisting of 1,798 shares, par value $50 a share, 
would be exchanged for stock of Reading on the basis of one share of 
Reading common for each 25 shares of stock of Williams Valley, pro- 
vision being made for issuance of scrip certificates representing frac- 
tional shares of the Reading stock. The application said the estimated 
value determined for stock of the Williams Company, based on book 
value comparisons of such stock with that of Reading, together with 
consideration as to results of operations of Williams’ property in past 
years, was $1 a share. The proposed merger, the application added, 
would have the effect of simplifying the corporate structure of Reading 
and it was anticipated that tax savings would result. 

Finance No. 15830, Midwest Transfer Co. of Illinois, Chicago, IIl., 
asks authority to issue 300 additional shares of common stock, par 
value $100 a share, to Milton Ratner, for a like amount of stock owned 
by him in Truck Transport, Inc., and to issue a note in the amount of 
$400,000 to the Mercantile Commerce Bank & Trust Co. The applica- 
tion said that the stock transaction, together with merger of Truck 
Transport into applicant after such stock exchange, was approved by 
the Commission in MC F-3451, David Ratner—Control; The Emery 
Transportation Co.—Purchase (Portion)—Truck Transport, Inc., em- 
bracing MC F-3452, David Ratner Control; Midwest Transfer Co, of 
Illinois—Control, and Merger—Truck Transport, Inc. As of June 31, 
1947, the application said the applicant had issued securities in the 
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amount of $481,300.08, and that issuance of the stock proposed here to 
Ratner would bring the outstanding securities of applicant over 
$500,000. For that reason, it added, the instant application was filed 
for authority to issue the additional stock. It said proceeds of the loan 
which would be evidenced by notes of the corporation in the amount 
of $400,000 would be used in part to retire notes now held by the Mer- 
cantile Commerce Bank & Trust Co. secured by mortgages on the 
equipment of applicant. The application said there was due on such 
notes, $160,675.64 as of June 31, 1947, and that the remaining portion 
of the $400,000 loan would be used to purchase additional rolling stock 
to be used by the corporation in the conduct of its contract carrier 
business. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 15710, Puget Sound Navigation Com- 
pany Securities, granting authority (1) to issue, upon surrender and 
cancellation of like amounts of common capital stock, and a secured 
promissory note, issued without the authorization of this Commission, 
not exceeding $1,107,400 of common capital stock consisting of 11,074 
shares of the par value of $100 each, and a secured promissory note 
for not exceeding $200,000, in lieu of shares of stock, and a promissory 
note, issued without authority; and (2) to issue 2 installment promis- 
sory notes in like principal amounts, not exceeding $500,000 each, to 
be delivered at par to The National Bank of Commerce of Seattle and 
The Pacific National Bank of Seattle, respectively, to evidence loans 
of like amounts for the purpose of converting demand loans into long- 
term obligations. Approved. 

Report and order in F. D. No. 15796, Southern Pacific Co. Equip- 
ment Trust Certificates, granting authority to assume obligation and 
liability in respect of not exceeding $11,400,000 of Southern Pacific Co. 
equipment-trust certificates, series V, to be issued by the Pennsylvania 
Co. for Banking & Trusts, as trustee, and sold at 99.76 per cent of 
par and accrued dividends in connection with the procurement of certain 
equipment. Approved. 


PETITIONS FOR REHEARING, ETC. 

W-367, Waterways Transportation, Inc., contract carrier applica- 
tion. Applicant, Waterways Transportation, Inc., asks for reconsider- 
ation by and oral argument before entire Commission of decision of 
Devision 4 of May 26. 

|. & S. 5455, Tankage, from, to and between the Southwest. Re- 
spondents ask for vacation of order. 

MC-F 3360, Allied Van Lines, Inc., purchase, Herbert C. and Edwin 
Allen et al. Allied Van Lines, Inc., of Chicago, Ill., and forty-seven 
transferor-agents, applicants, ask for authority to continue temporary 


operation in the manner approved in the Commission’s. order of March 
18. 


W-956, Evans Cooperage Co., exemption application. Evans Cooper- 
age Company, applicant, asks for reconsideration by the full Commission 
of decision of Division 4, of July 25. 


EXPLOSIVES REGULATIONS AMENDED 

The Commission, division 3, by an order in No. 3666, In the 
Matter of Regulations for Transportation of Explosives and 
Other Dangerous Articles, made public August 27, has amended 
the regulations, effective on and after August 21, with respect 
to part 3, regulations applying to shippers; part 4, regulations 
applying particularly to carriers by rail freight; and part 7, 
regulations applying to shipments made by way of common, 
contract or private carriers by public highway. 


RAIL UNIFORM ACCOUNT MODIFICATION 

Modifications of. the “Uniform System of Accounts for 
Steam Railroads, Issue of 1943,” will become effective Janu- 
ary 1, 1948, unless otherwise ordered, according to an order 
of the Commission, division 1. The order, to which were at- 
tached the modifications, said any interested party might, on 
or before September 15, file a written statement with the Com- 
mission’s Secretary presenting reasons why the modifications 
should not become effective on the date specified and request 
oral argument. The modifications relate to items under the 
headings of operating revenues and operating expenses, operat- 
ing revenues, operating expenses, form of income statement, 
and general balance sheet. 


BOLTS, NUTS RATE NOT SUSPENDED 


The Commission, on August 22, declined to suspend a 
reduced rate of 24 cents a hundredweight applying on bolts, 
n. 0. 1, nuts, n. 0. i, rivets or washers, in packages, in straight 
or mixed shipments, volume minimum weight 20,000 pounds, 
from Birmingham, Ala., to Atlanta, Ga. Protested by the South- 
ern Motor Carriers Rate Conference, the rate was published in 
index 8535 of supplement 16 to S. M. C. R. C. No. 130-A, MF- 


I. C. C. 396, to become effective August 25 (see Traffic World, 
Aug. 23). 


CLASS-RATE TARIFFS NOT SUSPENDED 


The Commission, on August 21, voted not to suspend Agent 
B. T. Jones’ supplement 102, I. C. C. 3642, and Agent Kipp’s 
supplement 150, I. C. C. A-2592, and other tariffs, filed in con- 
nection with the Commission’s order in No. 28300, Class Rate 
Investigation, 1939 (see Traffic World, Aug. 16, pp. 477-478). 


TRAFFIC WORLD 


The schedules grouped with the Jones tariff were protested 
by the Lynchburg (Va.) Traffic Bureau, and the Kipp schedules, 
applying to class rates between Chicago and the Twin Cities, 
were opposed by the St. Paul Association of Commerce and the 
Minneapolis Traffic Association. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5520, Forwarder Class Rate of Lifschultz Fast 
Freight, from August 25, to and including March 24, 1948, 
schedules as published in tariff I. C. C.-F. F. No. 10 of Samuel 
E. Lifschultz and American National Bank and Trust Co. of 
Chicago, as trustees, doing business as Lifschultz Fast Freight. 
The suspended schedules propose to establish class rates and 
minimum package charges for forwarder express service be- 
tween Chicago, Ill. and Boston, Mass., New York, N. Y. and 
Philadelphia, Pa. ! 

I. and S. M-2773, Stopping-in-transit—Butterworth Motor 
Freight Lines, from August 25, to and including March 24, 
1948, certain schedules published in tariff MF-I. C. C. No. 6 of 
Butterworth Motor Freight Lines, Humboldt, Ia. The sus- 
pended schedules propose to establish a rule in connection with 
truckload shipments of plaster and plaster-board moving over 
irregular routes from Fort Dodge, Ia., to points in Minnesota, 
providing that shipment may be stopped in transit for partial 
loading or unloading. 


Railroad Abandonments 


P. C. R. R. 


By a report and certificate in Finance No. 15495, Pacific 
Coast R. R. Abandonment, the Commission, division 4, has 
authorized abandonment by the applicant of its Black Diamond 
branch, extending from Maple Valley to the end of the track 
at Black Diamond, about 7.25 miles, in King county, Wash. 
The certificate was made effective 40 days from its date, Au- 
gust 11. The so-called “Burlington conditions” for the protec- 
tion of employes were imposed. 


Frisco 


The St. Louis-San Francisco Railway Co. has filed an appli- 
cation with the Commission, in Finance No. 15824, for author- 
ity to abandon its line of railroad extending between Mount 
Vernon and Miller in Lawrence county, Mo., 8.23 miles. Appli- 
cant said the line had been for some time and was presently 
operated at a substantial deficit. It added that if operation was 
continued it would be necessary to expend substantial sums for 
taxes and maintenance. 


Southern 


The Commission, division 4, by a report and certificate in 
Finance No. 15655, Southern Railway Co. Abandonment of Op- 
eration, has permitted abandonment of operation by the South- 
ern over a line of railroad of the Illinois Central Railroad Co., 
in Louisville, Ky., known as the “Short Route Railway Trans- 
fer’ track, extending between 14th Street to a point midway 
between 5th and Bullitt Streets, about 3,870 (see Traffic World, 
April 5, p. 1079). 


K. C. CHAMBER PROTESTS MINIMUM CHARGE RISE 


The Chamber of Commerce of Kansas City, Mo., has asked 
the Commission to suspend item 840-A, supplement 2 to Middle- 
west Motor Freight Bureau exceptions tariff 1025-A, M. C.— 
I. C. C. 83, effective September 3. It says this item increases 
the minimum charge a shipment so that in no case will it be 
less than $1.26. The present basis published in the tariff is 
$1.05, says the protestant. 

“Kansas City shippers,” said the K. C. chamber, “have 
numerous small shipments which are subject to the minimum 
charge which in the past few years has successively been in- 
creased. In many instances the value of the service exceeds the 
minimum charge which the motor carriers are now exacting. 

“The Commission now has before it and is investigating the 
matter of minimum charges and charges on small shipments, 
in I. C. C. dockets MC C-543 and I. C. C. 29556. Out of this is 
sure to come some decision making the adjustments in mini- 
mum charges and charges on small shipments. Therefore, it is 
the position of this protestant that prior to the decision of the 
Commission in those dockets there should be no advance in 
the minimum charges.” 
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August 30, 1947 


I. C. C. Trial Examiners Piqued: 
Regulations Near Publication 


In memorandum to Chairman Aitchison, examiners 
say that new regulations have effect of downgrading 
them, urge the Commission to reconsider. Under new 
regulations, examiner must divorce himself from prose- 
cuting and investigating work 


While regulations governing the status of trial examiners 
under the administrative procedure act have been under dis- 
cussion at the Civil Service Commission, examiners of the Inter- 
state Commerce Commission designatd by that bady as trial 
examiners have addressed a memorandum to Chairman Aitchi- 
son expressing dissatisfaction with the situation in which they 
find themselves. 

The regulations to govern such examiners under the act, 
approved in June, 1946, were the subject of a public hearing 
before the C. S. C., and a spokesman for that commission said, 
August 26, announcement of approval of the regulations is ex- 
pected in the near future. 

The duties of the C. S. C. under the administrative proce- 
dure act, it was said, were derived from section 11, which, 
headed “Examiners,” reads as follows: 


Sec. 11. Subject to the civil-service and other laws to the extent 
not inconsistent with this act, there shall be appointed by and for 
each agency as many qualified and competent examiners as may be 
necessary for proceedings pursuant to sections 7 and 8, who shall be 
assigned to cases in rotation as far as practicable .and shall perform 
no duties inconsistent with their duties and responsibilities as ex- 
aminers. Examiners shall be removable by the agency in which they 
are employed only for good cause, established and determined by the 
Civil Service Commission (hereinafter called the Commission) after 
opportunity for hearing and on the record thereof. Examiners shall 
receive compensation prescribed by the Commission independently of 
agency recommendations or ratings and in accordance with the classi- 
fication act of 1923, as amended, except that the provisions of para- 
graphs (2) and (3) of subsection (b) of section 7 of said act, as 
amended, and the provisions of section 9 of said act, as amended, shall 
not be applicable. Agencies occasionally or temporarily insufficiently 
staffed may utilize examiners selected by the Commission from and 
with the consent of other agencies. For the purposes of this section, 
the Commission is authorized to make investigations, require reports 
by agencies, issue reports, including an annual report to the Congress, 
promulgate rules, appoint such advisory committees as may be deemed 
necessary, recommend legislation, subpena witnesses or records, and 
pay witness fees as established for the United States courts. 


Regulation Difficulties 


At the C. S. C. it was said the problem before it was to 
prepare regulations that would, as far as possible, be satisfac- 
tory to the American Bar Association, which was active in 
obtaining passage of the act, and to the Federal Trial Examin- 
ers Conference, formed after approval of the act. Twenty-eight 
of the examiners named by the Commission as trial examiners 
are members of the conference. 


The C. S. C. spokesman said 36 organizations were repre- 
sented at the public hearing on the regulations, and had raised 
some difficult questions. For example, he said, the bar associa- 
tion wanted examiners to be appointed as trial examiners to 
have had six or seven years’ experience in conducting hearings. 
There had been arguments, he said, as to whether the position 
Should be graded P-4, 5, or 6, or, as in the case of federal 
judges, carry a flat salary of $8,000, $9,000 or $10,000 a year. 
Some agencies and individuals think only attorneys should be 
employed as trial examiners, while others think hearing experi- 
ence should be a sufficient qualification. 


__ The American Bar Association, said the C. S. C. spokesman, 
did not want C. S. C. regulations permitting the transfer of 
examiners from one job to another where they were qualified, 
but contended that no such transfers should take place unless 
the examiner takes his chances in open competition “with the 
American public.” The association also wants examiners to be 
examined in competition with every one before he may have an 


automatic promotion in his grade when he has shown improve- 
ment. 


Under the forthcoming regulations, it was said, an examiner 
must divorce himself from prosecuting and investigating work. 
It was explained that some agencies had sent out a group of 
three men to conduct a series of hearings and investigations, 
each individual taking part in investigations, in presenting cases, 
and in sitting as trial examiner. This will not be permitted 
under the new regulations, it was said. 


Attention was directed to the portions of section 11 of the 
procedure act providing that trial examiners may not be re- 
moved until charges have been proved before the C. S. C., and 
providing that the C. S. C. will determine compensation to be 
paid the examiners independently of agency recommendations 
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or ratings, these provisions leaving only the hiring to the ad- 
ministrative agencies. 


1. C. C. Examiners’ Memorandum 


Following is the text of the memorandum addressed by a 
group of Commission examiners to Chairman Aitchison: 


The Civil Service Commission has made available to us its letter 
of June 16th to you with respect to the appointment of hearing 
examiners, which leads us to believe that in the necessarily urgent 
consideration of this matter all of the Commissioners may not have 
fully understood the situation, and complete information on the sub- 
ject may not have been available. 

The letter from the Civil Service Commission makes it clear that 
the action taken by this Commission in changing the ratings of hearing 
examiner jobs from P-3-4-5-6 and 7 to P-4-5-6-7 and 8, respectively, 
in conformity with the job allocations promulgated by the Civil 
Service Commission, while holding us, who have been designated as 
hearing examiners, to our previously existing grades, has had the 
effect of downgrading us with respect to the work which we are 
eligible to perform. To be specific, and leaving out of consideration 
the temporary six months’ period referred to in the letter of the 
Civil Service Commission, an examiner rated P-5 and who, prior to 
the change in the job sheets, was handling P-5 cases, is no longer 
eligible to handle such cases (which have now become P-6) but is 
relegated to handling cases formerly rated P-4, but which have now 
become P-5. The same is true of other grades, except that this Com- 
mission does not now have on its staff of hearing examiners a man 
eligible under the law to handle former P-7 cases which are now P-8. 


In practical effect the action of this Commission necessarily implies 
that we who have been designated as hearing examiners, who former- 
ly were doing the grade of work allocated to our respective grades— 
and doing it satisfactorily for all that appears—suddenly, overnight, 
became incompetent and unqualified to handle that grade of work, 
and must now be assigned work of the next lower grade in each case. 
It does not seem reasonable to assume that there has, in fact, been 
this sudden mass deterioration in ability and fitness of the single 
group of men designated as hearing examiners, and we are inclined to 
believe that the members of this Commission did not fully appreciate 
the significance of their action when it was taken. 

We are greatly concerned over this matter and we respectfully 
urge that the Commission reconsider its action and take appropriate 
steps to have our grades follow and correspond to the revised grading 
of our work. The letter of the Civil Service Commission indicates 
that the way is open to change our grades ‘‘if it is felt that the 
present allocation was incorrectly made.’’ 

Copy to each Commissioner. 

(Signed) Arthur R. Mackley, G. H. Mattingly, Frank E. Mullen, 
Howard Hosmer, Paul O. Carter, Chester E. Stiles, Edward J. Hoy, 
John P. McGrath, Burton Fuller, Frank M. Weaver, Geo. J. Hall, 
O. UL. Mohundro, Harry G. Cummings, Fred L. Sharp, Charles W. 
Berry, Claude A. Rice, Martin J. Walsh, Clarence K. Glover, Frank C. 
Weems, J. Edgar Snider, S. R. Diamondson, Paul C. Smith, John A. 
Russell, Charles B. Gray, Edward L. Glenn, William R. Brennan, 
George B. Vandiver, Otto A. Hanson, Walter D. McCloud, Oren G. 
Barber, Thurston B. Johnston, Henry C. Lawton, James J. Williams, 
Tobias Naftalin, Joseph V. Walsh, Homer H. Kirby, Ralph R. Molster, 
Jerome K, Lyle, Clarence A. Bernhard. 

Examiners Witters, Boat, Banks, Russell M. Brown, Dishman, 
Boisseree and Harold M. Brown were absent when this memorandum 
was prepared. 


FLYNN ASKS EXTENDED FORWARDER RIGHTS 


Flynn Forwarding Co., Inc., of St. Louis, Mo.; has filed 
an application with the Commission in FF-115, Sub. 2, asking, 
authority to extend its operations, using facilities of railroads, 
express, water, air and motor carriers in transporting general 
commodities, with exceptions, from points in Missouri, Kansas, 
Arkansas, Illinois, Kentucky, Tennessee, Indiana, Iowa, Ohio 
and West Virginia to points in Idaho and Nevada. 


Expedited Handling of Box Cars 
at Ports Ordered 


The Commission, division 3, by service order No. 768, Free 
Time on Box Cars Loaded at Ports, effective from 7:00 a. m., 
September 2 to the same hour March 1, 1948, has ordered 
expedited handling of box cars at all ports. It said free time 
published in tariffs for loading box cars at ports aggravated 
the shortage and that an emergency existed requiring “imme- 
diate action at all ports of the country to alleviate the box car 
shortage.” 

Pertinent portions of the order, in addition to those sus- 
pending tariff rules and regulations in conflict with the order 
and requiring announcement of such suspension, follow: 


It is ordered, that no common carrier by railroad, subject to the 
Interstate Commerce Act, shall: 

(a) Free time on box cars loaded at ports. Allow, grant or permit 
more than a total of 5 days’ free time on any car held after loading 
at the point of transshipment from vessel to car or when held out of 
such transfer point prior to the receipt of proper forwarding directions 
on such car. The provisions of this paragraph shall not be construed 
to require or permit the increase of any free time published in tariffs 
lawfully on file with this Commission. 
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(b) Forwarding box cars loaded at ports. Each common carrier by 
railroad, subject to the Interstate Commerce Act, shall, not later than 
twenty-four (24) hours after the receipt of proper forwarding direc- 
tions, place each box car loaded with freight transferred from a 
vessel to such-car in an outbound train and forward said car to the 
destination specified in the forwarding directions. 

(c) Computation of Free Time. (1) All Sundays and legal holidays 
shall be included in computing the free time provided in paragraph (a). 
(2) The free time provided in paragraph (a) hereof shall be computed 
continuously from the first 7:00 a. m. after actual loading of each car 
is completed. 

(d) Definition of box car. The term ‘‘box car’’ as used herein 
means freight equipment having a mechanical designation in the Official 
Railway Equipment Register prefixed by ‘‘X’’ or ‘‘V.”’ 


Ban Against Citrus Nursery Stock 
Imports Issued by U. S. 


Protection against the entry of citrus canker and other 
citrus diseases in nursery stock brought here from foreign 
countries or shipped to other parts of the United States from 
Hawaii is provided in two plant quarantine orders to become 
effective September 15, 1947, Dr. P. N. Annand, chief of the 
Bureau of Entomology and Plant Quarantine, Department of 
Agriculture, has announced, adding: 


Importations of all plants or any plant part, except seeds and fruit. 
of all botanical genera, species, and varieties of the rutaceous sub- 
families Aurantiodeae, Rutoideae, and Toddaliodeae are prohibited in 
a revision of foreign quarantine No. 19. Previously this order affected 
only a limited number of plant species. Inclusion of the three sub- 
families extends the regulations to additional plants that have becn 
found susceptible to attack by citrus canker. 

A similar prohibition on the movement of the same host material 
from Hawaii to other sections of the United States is imposed by a 
new domestic quarantine. Citrus canker is now known to be wide- 
spread throughout the Hawaiian islands. 

Entry of citrus fruits from infected localities is prohibited by other 
existing quarantine orders. 

Citrus canker was introduced into the United States from the Orient 
and was first found in this country in 1911 near Houston, Texas. By 
1914 it had spread eastward and had become established in many areas 
along the Gulf Coast. Control of the disease requires complete destruc- 
tion of the infected tree. Intensive suppressive programs conducted 
cooperatively by federal, state and local agencies resulted in the 
eradication of the disease in all states with the possible exception of 
limited parts of Texas and Louisiana, where there is a possibility that 
the disease may persist in some areas remote from commercial citrus 
plantings. The disease has not been detected in any commercial plant- 
ing of citrus in this country for many years. 


Federal Court Decides Anti-Trust 
Pacific North Coast Bus Case 


The Department of Justice announced August 25 that a 
judgment had been entered in the United States District Court 
at Seattle, Wash., ordering the Puget Sound Power & Light 

» Company and the North Coast Transportation Company to sell 
all their interests in the operating rights of Independent Stages, 
Inc. which operates a motor bus line between Seattle, Wash., 
and Portland, Ore. 

“The court order also cancels the agreements which de- 
terred the establishment of through routes between the latter 
and feeder lines,” it said. “This should make possible better 


competitive passage transportation by motor bus between these 
points.” 


“This judgment,” Attorney General Tom C. Clark said, “is 
part of the Department of Justice program to protect the public 
against restraints and monopoly in the transportation field.” 

The department, in explanation of the case, said: 


The complaint in the case was filed November 20, 1946. It charged 
the ,defendants, Puget Sound Power & Light Company, North Coast 
Transportation Company, and Independent Stages, Inc., with viola- 
tions of the Sherman act by setting up and maintaining the latter as 


a ‘‘fighting ship,’’ that is, a bus line operated over the same route as © 


the bus line which controlled it for the purpose of fighting and dis- 
couraging competition rather than providing service to the public. The 
controlled company was maintained as an inferior service with inade- 
quate equipment and poor terminal facilities. 

It was also charged that there was conspiracy to prevent competi- 


tive bus lines from entering into through-travel arrangements with the 
defendants. 


Assistant Attorney General John F, Sonnett in charge of the anti- 
trust division states: ‘‘This judgment makes it possible for additional 
and competitive bus service to be provided between two big Pacific 
Northwest cities, and eliminates artificial impediments to improved 
transportation facilities to which the public is entitled.’’ 

The case was handled by Aute L. Carr and Lawrence Somerville, 
special attorneys of the department’s Seattle office, under the direction 
of William C. Dixon, Chief of the Los Angeles office, and was super- 
vised in Washington by James A. Kilday, chief of the transportation 


TRAFFIC WORLD 


section. The judgment was handled by Elliott H. Moyer, 


special! 
assistant to the Attorney General. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Southern California district, central division, at Los An- 
geles. G. F. D. Lines, Inc., of Los Angeles, was fined $201, 
July 14, following entry of its plea of guilty to an information 
charging it with operating as a common carrier of property 
for compensation without a certificate authorizing the operations 
described, and with failing to file with the Commission a quar- 
terly report of revenues, expenses, and other statistics, as 
required of Class I motor carriers. The fine was paid. 

Colorado district, at Denver. Fines totaling $1,625 were 
imposed, August 12, on M & M Truck Co., a copartnership 
composed of S. H. and Wilma L. Markley, of Denver, and six 
drivers of motor vehicles in its employ, following entry of their 
separate pleas of guilty to informations charging violation of 
part II of the act. M & M, fined $1,500, was charged with 
failing to require its drivers to keep logs, with permitting and 
requiring them to drive excessive daily hours and excessive 
weekly hours. Fines of $20 each were levied on Hilly A. 
Fender, A. C. Hampton, C. E. McCaddon, Henry B. Rinehart, 
and Jack Wilson, drivers in the employ of the carrier. Floyd 
Matthews, another driver, was fined $25. Each driver was 
charged with falsifying his driver’s log. The fines were ordered 
to be paid. . 


COURT UPHOLDS I. C. C. MOTOR DECISION 


The federal court for the district of Colorado, by a memo- 
randum opinion and order entered August 20, has dismissed a 
suit brought by Western Auto Transports, Inc., and Kenosha 
Auto, Inc., for injunctive relief against an order of the Commis- 
sion, division 5, issued January 28, 1947, in MC 105325, granting 
a certificate to Rocky Mountain Auto Transports to operate as 
a motor common carrier of automobiles, trucks and other allied 
commodities in the same area now being served by plaintiffs— 
from points ‘n Wayne county, Mich., to points in Colorado, New 
Mexico, Wyoming and Utah. 

The suit was docketed as Civil No. 2163, Western Auto 
Transports, Inc., and Kenosha Auto Transport Corporation vs. 
United States, Interstate Commerce Commission, V. G. Garnett, 
E. V. Garnett and Holt Chew, Doing Business as Rocky Moun- 


tain Auto Transports. Plaintiffs asked that the certificate be - 


set aside on the ground that it was erroneous, arbitrary, con- 
trary to law, in excess of the authority of the Commission, and 
unsupported by the evidence. In dismissing the action, the 
court said it concluded that the Commission’s order found sub- 
stantial support in the evidence, “and that in the application of 
those facts, it observed the proper legal criteria in determining 
whether the public convenience and necessity would be best 
served by granting a competitive certificate.” 


ELKINS ACT PROSECUTION 


The Commission, according to a notice issued by Secretary 
Bartel, has been advised by the U. S. Attorney at Jackson, 
Miss., that on June 24, at Jackson, the Gulf, Mobile & Ohio 
Railroad Co. was fined $2,000 on a plea of-nolo contendere to 
an information charging it with violation of section 1 of the 
Elkins act. 

The case, the notice said, was investigated by the Com- 
mission’s Bureau of Inquiry and the facts were transmitted to 
the U. S. Attorney together with a criminal information which 
charged the carrier, in connection with five carload shipments 
handled by it in 1945 at Jackson, unlawfully made delivery of 
the shipments without first obtaining possession of the “order” 
bills of lading, as required by Rule 7 of a published tariff 
known as Consolidated Freight Classification. The carrier was 
permitted by the court to enter its plea on two of the violations 
as alleged by the government, the notice added, and the 
remaining three counts contained in the information were 
dismissed. 


ARMY TRANSPORT GROUP PLANS REUNION 


The 6th Group Association, made up of traffic men who 
were members of the 6th Traffic Regulation Group, of the 
Army’s Transportation Corps, who served in the E. T. O., 
are planning their second annual reunion to be held at the 
Hotel Statler, Boston, Mass., on September 20. 

The organization has 107 members, but its plans provide 
for the attendance of 150 or more. The reunion will open with 
a business meeting, to be followed by a reception, dinner and 
dancing. Chairman of the committee handling the Boston re- 
union is Robert A. Mulare, of Malden, Mass., of the Boston and 
Maine Transportation Co. 
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Bintliff Trailer-Ship Operation on 
Gulf Waterways Recommended 


Examiner O. L. Mohundro, in a proposed report in W-923, 
Chester D. and David C. Bintliff, Common Carrier Application 
(Gulf Canal Lines, Inc.), has recommended that the Commis- 
sion grant the applicants an amended certificate for “‘trailer- 
ship” operations along the Gulf Intracoastal Waterway and 
other waterways. : 

The proposed report was not released in the usual Com- 
mission manner but was read into the record by the examiner 
on completion of a hearing at Houston, Tex. At the Commis- 
sion’s offices it was said the report was issued in this manner 
by a special procedure so that action could be taken in the 
proceeding prior to expiration of certain temporary authority 
of the applicants on November 12.- The examiner announced 
at the hearing that August 30 was the date for exceptions to 
the report and that replies would be due September 9. 

The examiner recommended that the amended certificate 
cover transportation of general commodities, with or without 
the use of trailers, when tendered for shipment in quantities of 
not to exceed 300 tons from any one shipper, in any one voyage, 
to and from all points and ports along the routes presently 
authorized, by the use of self-propelled vessels, and non-self- 
propelled vessels, with the use of separate towing vessels. 

Routes presently authorized, said the examiner, were 
eranted by a certificate and order of May 8, 1946, to Messrs. 
Bintliff, copartners doing business as Gulf Canal Lines, Inc., 
for general commodity transport by trailers used by them and 
moved in line-haul service by self-propelled vessels between 
ports and points along the Gulf Intracoastal Waterway from 
Mobile, Ala., to Corpus Christi, Tex., inclusive, and the Gulf 
of Mexico coast from Corpus Christi to Brownsville, Tex., in- 
clusive, also connecting ship channels and tributary waterways, 
except the Mississippi River system above New Orleans, La., 
and the Trinity River above Liberty, Tex. 

The examiner said transfer of the May 8, 1946, certificate 
to Gulf Canal Lines, Inc., was authorized in Finance No. 15510, 
on February 27, and that an amended certificate restated the 
operating rights. He said temporary authority until Novem- 
ber 12, was issued to Gulf Canal Lines, Inc., by order of 
June 16, “to operate as a common carrier in the transporta- 
tion of general commodities by trailers used by it and moved 
in line-haul service by its disabled self-propelled vessels or non- 
self-propelled vessels, towed by separate towing vessels ... 
between ports and points specified in the amended certifi- 
Rateigs.” 

The proposed report said the proceeding was reopened for 
further hearing on petitions of the applicants concerning por- 
tions of their original application not granted with respect to 
use of non-self-propelled and self-propelled vessels. 


Traffic Volume Increases 












































































































The examiner said the applicant and certain shippers 
Stressed the improvement that could be made in the Bintliffs’ 
service, under the authority now sought, by loading certain 
cargo in and on a power unit or self-propelled vessel, and other 
freight on barges to be propelled by it, and with or without 
the use of trailers. Such operation, said the examiner, would 
permit of landing the barges at certain ports for discharge and 
reloading while the power unit or self-propelled vessel com- 
pleted the voyage, to discharge and reload at other, and more 
distant ports, with pick-up of the barges on the return voyage. 
He said it was claimed that this would expedite shipments, as 
well as afford convenience to shippers along the route. 

The applicant now had in service three vessels of the 

. C. T. type, 98 trailers and 10 tractors, said the examiner, 
adding that the volume of traffic had increased steadily from 
the beginning of its operations. 

The examiner cited what he described as an illustration 
of hardship to the applicants resulting from present limitations 
of their authority. From New Orleans, July 30, he said, a ship 
Sailed fully loaded with loaded trailers. It had to leave behind 
on the dock, he said, nine trailers loaded with freight of a 
friendly shipper” although there was room aboard for all the 
freight left on the nine trailers, which would have been loaded 
On the ship if that lawfully could have been done. 
































Coyle Lines, Inc., and the River Terminals Corporation pro- 
tested the proposed authority, said the examiner. He said the 
principal protesting water carrier, whose traffic appeared most 


affected by the applicants’ proposed operation, was the Red 
River Barge Line. 


Operation Described 


Chester D. Bintliff, of Houston, Tex., president and general 
manager of Gulf Canal Lines, Inc., testified at the hearings that 
the applicants launched their first ship August 8, 1946, an 
L. C. T., converted from war-time use to peace-time use by 
adding a mid-section and by remodeling the crew’s quarters, 
adding a pilot house and changing the engines. Tractors, he 
said, were used at the terminals to transfer trailers and make 
delivery. One hundred per cent equipment was not achieved 
until last April, he said. The applicants’ proposal, he said, was 
to supply along the Gulf Intracoastal Waterway a complete 
transportation service via water by use of self-propelled and 
non-self-propelled vessels and by using those vessels for freight 
that could and could not be loaded on trailers, also continuing 
the present trailer-type operation. He said the present opera- 
tion could be likened to a locomotive that carried no freight, 
pulling a string of box cars that did carry freight. With respec 
to vessels proposed to be acquired, he said: , 


My tow boat will be a vessel that if self-propelled, with freight in 
its holds and trailers on its deck, and will also provide for the power 
to push the non-self-propelled vessel ahead, and will have . . . hatches 


and holds in which freight may be loaded and the deck on which trailers 
may be loaded. 


Mr. Bintliff said the type of vessel for which plans had been 
drawn was a type being used on the Mississippi River as a tow- 
boat but that he would load trailers on top and freight in the 
hatches where they did not load freight in the river tow boat. 
The self-propelled vessel, he said, was a tow boat and at the 
same time a freight-carrying vessel. He added: 


That vessel, if the plans are completed—it is being done in the 
Mississippi River—will have sufficient power to push ahead of it three 
barges, and the barges will have hatches in them where three or four 
commodities can be loaded in the hatch, and trailers can be carried on 
the deck, making it possible for you to drop a barge, for example, at 
Houma; the power unit goes on, it doesn’t wait while the barge is 
loaded, and come on and drop another barge, and then come on to 
Houston with the self-propelled vessel. 


Mr. Bintliff agreed with a statement of the examiner that 
the only difference between the conventional tug-barge opera- 
tion and the one he was proposing was that the power unit 
would also carry revenue freight. He said the self-propelled 
vessels would be of a type that could be operated on the Intra- 
coastal Waterway and its tributaries, from Mobile to Corpus 
Christi, and from Corpus Christi to Brownsville, on the water- 
way, when it was completed, and could operate on the outside 
in the Gulf, from Corpus Christi to Brownsville. 


Proposed Reports 


Wearing Apparel 


I. and S. M-2724, Wearing Apparel—From and To New 
York City. Recommended report by Examiners Leo Cunning- 
ham and Charles H. Riegner. Discontinuance of proceeding and 
order requiring cancelation of schedules recommended. Also 
recommended that Commission find not shown just and reason- 
able, schedules filed by respondent motor common carriers 
parties to Agent Barney Shapiro’s tariff, MF-I. C. C. No. 15, 
proposing to establish new and increased rates (1) and (a) 
dresses, ladies’ gamps, bathing suits, coveralls, hoovers, smocks. 
slack sets, bath robes, house coats, negligees, pajamas, wedding 
gowns, and wraps, on hangers, (b) ladies’ blouses, bed jackets, 
riding breeches, pajamas, polo shirts, boys’ blouses, dresses, sun 
suits, rompers, overalls, jerkins, jumpers, jodphurs, gamps, and 
pinafores, childeren’s, in bulk, in containers other than boxes, 
pressed or unpressed, (c) dresses, other than house dresses, in 
hampers, or cases, and (d) children’s pajamas, between New 
York, N. Y., and specified areas in Connecticut, Delaware, Mary- 
land, New Jersey, New York, Pennsylvania, and West Virginia, 
and (2) on cut or uncut piece goods, trimmings, buttons, clips, 
clasps, and other articles used in the manufacture of finished 
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garments, and hangers, from New York City to points in the 
named states, and the return of the finished garments to New 
York City. Filed for effectiveness Febraury 22, the schedules, 
according to the examiners, were suspended until September 21, 
on protest of the New Jersey Dress Manufacturers & Contrac- 
tors’ Association, supported by the- Connecticut Dress Manu- 
facturers Association and the United Popular Dress Manufac- 
turers Association, Inc., of New York City. An appendix 
attached to the report showed present and proposed rates on 
materials and garments between New York group B points in 
New Jersey and New York, tabulating, among other things, 
percentages of increase ranging from 75 to 317.3. 


Coal 


No. 29720, R. Robinson, Inc., vs. B. & O., et al. By Exam- 
iners Frank C. Weems and Otto A. Hanson. Recommended 
that the Commission should find rates on bituminous coal, in 
carloads, from mines in the New River and Pocohontas regions 
of Kentucky, Virginia and West Virginia, and related districts, 
to Anacostia, Washington, D. C., were, and for the future 
would be, unduly prejudicial to complainant and would result 
in undue preference of competitors at other points in Washing- 
ton, to the extent such rates exceeded, and might exceed, cor- 
responding rates concurrently applicable on like traffic from 
the same origins to such other points in Washington. The 
examiners said an order for the future should be entered. 


MOTOR REVOCATION RECOMMENDED REPORT 


Joint board No. 169, by a recommended report in MC 
C-861, Q. M. Brown—Revocation of Certificate, has recom- 
mended that the Commission find the respondent, Q. M. Brown, 
Anatone, Wash., a motor carrier, has failed to show cause why 
an order should not be entered requiring him within a reason- 
able time to resume operations by rendering reasonably con- 
tinuous and adequate service in conformity with a certificate 
in MC 2238. It said the certificate had been issued to Raymond 
Scheibe, doing business as Anatone Freight Line and that its 
transfer to Mr. Brown was approved in MC FC-21704 although 
a new certificate was not issued in his name. 


MO. MOTOR PURCHASE DENIAL PROPOSED 


Examiner Robert H. Murphy, by a proposed report in 
MC F-3456, Werner S. Kemmer—Purchase (Portion)—Hanni- 
bal-Quincy Truck Lines, Inc., has recommended that the Com- 
mission deny an application of Werner S. Kemmer, doing busi- 
ness as Kemmer Motor Freight Service, Kahoka, Mo., for au- 
thority to purchase certain operating rights of Hannibal-Quincy 
Truck Lines, Inc., Hannibal, Mo. The examiner said the 
record did not warrant a finding that a proposed division of 
interstate operating rights would be consistent with the public 
interest. 


Motor Recommended Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face” type, with name of town or 
city following ) 


Texas (Odessa)—-MC 107498, Fred Bannowsky. Denial of 
application for a certificate proposed for want of prosecution. 
General commodities, with exceptions, between Odessa, Tex., on 
the one hand, and Eunise and Hobbs, N. M., on the other, over 
described routes. 

Oregon (Canyonville)—-MC 108881, Sub. 1, Atkins & Sine. 
Certificate proposed. Over irregular routes, lumber, from 
points in Douglas county, Ore., to points in Coos county, Ore., 
returning with no transportation for compensation. 

Kansas (Everest)—-MC 108724, Tonie Torkelson. Certificate 
proposed. Over irregular routes, (1) livestock, hay, grain, mill 
feed, farm machinery and parts thereof, fertilizer, fence posts, 
salt, sand, lumber, cement, cement blocks, roofing, paint, new 
furniture, uncrated, and hardware, between Everest, and points 
within 10 miles thereof, on the one hand, and, on the other, 
St. Joseph and Kansas City, Mo., and (2) livestock between 
Everest and points within 10 miles thereof, on the one hand, 
and, on the other, Kansas City, Kan. 

Indiana (Vincennes)—-MC 108708, C. James McCormick. 
Permit proposed. Over irregular routes, (1) veneer and ply- 
wood from Jasper, Ind., to points in Ill., Ky., Mich., Mo., ex- 
cept St. Louis, N. Y., O., except Cincinnati, and Pa.; (2) veneer 
from points in Ill., Ky., Mich., Mo., except St. Louis, O., N. Y., 
and Pa., to Jasper, Ind.; (3) glue from points in IIll., Ky., Mich., 
Mo., N. Y., O., and Pa., to Jasper; and (4) lumber from points 
in Ill., Ky., Mich., Mo., N. Y., O., and Pa., to Jasper, traversing 
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highways in W. Va., Md., and N. J for operating convenience 
only. 

Oregon (Coquille) MC 108683, Summers and Giorgis. 
Certificate proposed. Over irregular route, lumber (1) between 
Bandon, Ore., and points on Coos Bay, and (2) between points 
on Coos Bay, Ore. 

Pennsylvania (Pittsburgh)—-MC 108623, Arthur A. Freda 
and Louis A. Freda. Denial of permit proposed. Non-alcoholic, 
carbonated beverages from Braddock, Pa., to Youngstown and 
Columbus, O., Huntington, W. Va., and Cumberland, Md., and 
empty containers for the aforementioned commodities in the 
reverse direction, over irregular routes. 

Indiana (Valparaiso)—-MC 108568, Carl G. Smith. Cer- 
tificate proposed. Hydrated lime, including the spreading 
thereof, from Chicago, Ill., to points other than incorporated 
municipalities, in Porter county, Ind., over irregular routes. 

North Carolina (Mount Airy)—-MC 108533, Nathan Mc- 
Kinney. Certificate proposed. Passengers and their baggage 
and express, mail and newspapers in the same vehicle, between 
Lamsburg, Va.,-and Mount Airy, N. C.,,and return over a de- 
scribed route, serving all intermediate points. 

Nebraska (Valentine)—-MC 108479, Henry Conard. Cer- 
tificate proposed. (1) Salt from points within two miles of 
Hutchinson and Kanopolis, Kan., to Ainsworth and Gordon, 
Neb., and points on U. S. highway 20 between Ainsworth and 
Gordon; (2) grain from Gordon and Ainsworth and points on 
U. S. highway 20 between Gordon and Ainsworth to points in 
Kan. and Wyo.; and (3) coal from points within six miles of 
Kirby, Wyo., to Valentine and Chadron, Neb., over irregular 
routes in each instance. 

Indiana (Valparaiso)—-MC 108458, Grieger Bros. Certificate 
proposed. Over irregular routes, (1) agricultural limestone, 
including the spreading thereof, from Thornton and Chicago, 
Iil., to points other than incorporated municipalities, in Porter 
and LaPorte counties, Ind., and (2) livestock from points other 
than incorporated municipalities in Porter and LaPorte coun- 
ties, Ind., to Chicago. 

Maine (Augusta)—-MC 108431, International Coach Lines, 
Inc. Certificate proposed. Passengers and their baggage over 
described regular routes between the U. S.-Canadian boundary 
near Woburn, Quebec, Canada and the U. S.-Canadian bound- 
ary near Calais, Me.; between Bangor, Me., and junction U. S. 
highway 1 and Me. highway 9; and between Norridgewock, 
Me., and the U. S.-Canadian boundary near Norton, Vt., and 
return over the same route in each instance, serving all inter- 
mediate points, subject to restrictions. 

Wisconsin (Boyceville)—MC 108371, Sub. 1, Raymond 
Harnisch. Permit proposed. (1) Dairy products (a) from Con- 
norsville, Dunn county, Wis., to specified Wis. and Minn. 
points; (b) from Pine City, Minn., to Connorsville, Wis., and 
(2) supplies, materials, equipment, and machinery used in the 
processing of dairy products from specified Wis. and Minn. 
points to Connorsville, over irregular routes in each instance. 

Indiana (Westville)—-MC 108312, W. H. Carson (corrected 
report). Certificate proposed. Over irregular routes, (1) agri- 
cultural limestone from Thornton, IIll., Chicago, Ill., Riverside, 
Ill., and from points within four miles of La Grange, IIl., to 
points in LaPorte county, Ind.; (2) livestock from points in 
LaPorte county, Ind., to Chicago; and (3) rejected shipments 
of the aforementioned commodities in the reverse direction. 

New York (New York)—MC 107583, Salem Transportation 
Co., Inc. Certificate proposed. Passengers and their baggage, 
in special operations, in non-scheduled door-to-door service, 
limited to the transportation of not more than six passengers 
in any one vehicle, not including the driver thereof, and not 
including children under 10 years of age who do not occupy 
a separate seat or seats, over irregular routes, between New 
York and Philadelphia, on the one hand, and, on the other, 
Atlantic City, N. J. 

Kentucky (Cloverport)—-MC 107453, Sub. 3, Pauline Pate. 
Certificate proposed. Industrial workers between Cloverport, 
Ky.. and Tell City, Ind., and return, over a described route, 
serving all intermediate points. 

Ilinois (Chicago Heights)—-MC 106647, Sub. 8, Clark Trans- 
port Co. Certificate proposed. Over irregular routes, new pas- 
senger automobiles, in secondary movements, by the truck- 
away method, from Milwaukee, Wis., to points in Minn., N. D., 
S. D., and the Mich. upper peninsula, and rejected shipments 
of the described commodities on return. 


Oklahoma (Oklahoma City)—-MC 102203, Sub. 1, A. D. 
Smith and W. E. Phillips, dba Panhandle Film Service. Cer- 
tificate proposed. Motion picture and sOund films, projecting 
machine parts, and advertising matter, between Oklahoma City, 
Okla., on the one hand, and, on the other, specified Tex. points, 
over irregular routes. 


New Mexico (Albuquerque)—-MC 76032, Sub. 12, Navajo 
Freight Lines, Inc. Certificate proposed. General commodities, 
with exceptions, (1) between Roswell, N. M., and the site of 
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the Roswell Army Air Field approximately four miles south 
of Roswell, and return, over a described route, serving no 
intermediate points, and (2) serving the sites of the English 
Airport Field near Amarillo, Tex., the Amarillo Army Air Field 
located approximately seven miles east of Amarillo, Tex., and 
the Pantex Ordnance Plant located approximately 12 miles 
east of Amarillo, as off-route points in connection with appli- 
cant’s presently authorized regular-route operation between 
Amarillo and Albuquerque. 

Illinois (Chicago)—-MC 67450, Sub. 2, Frank Peterlin, dba 
Peterlin Cartage Co. Denial of certificate proposed. Over 
irregular routes, (1) dessert preparations from Chicago to points 
in O., lower Mich. peninsula, and Ind., except Gary, East Chi- 
cago, Hammond, and Whiting, and (2) grain products, cereal, 
flour, and dessert preparations, and sOup ingredients, from 
points in the aforementioned destination territory to Chicago. 

Néw Hampshire (Lebanon)—-MC 55898, Sub. 3, Harry A. 
Decato and Eugene J. Decato, dba Decato Bros. Trucking Co. 
Certificate proposed. Wooden piling from points in four N. H. 
counties to specified Me. and Vt. points, over irregular routes, 
with no transportation for compensation on return. 

Missouri (St. Louis)—-MC 52854, Sub. 1, Weber Drayage 
and Warehouse Co. Permit and dual operations proposed. 
General commodities, with exceptions, limited to a service where- 
in motor vehicles accompanied by drivers employed by the 
carrier and who operate such vehicles, are assigned to shippers 
under continuing contracts for the exclusive use of such ship- 
pers in transporting such shippers’ property, between St. Louis, 
Mo., on the one hand, and, on the other, Glen Carbon, Mary- 
ville, and Caseyville, Ill., over irregular routes. 

Virginia (Harrisonburg)—-MC 52724, I. W. Moore (suc- 
cessor to Dan Hartman). Permit proposed. Over irregular 
routes, milk, condensed milk, and cream from Staunton and 
Harrisonburg, Va., to points in N. C., with damaged and re- 
jected shipments and empty milk and cream containers on re- 
turn, subject to revocation of applicant’s permit in MC 52724 
previously. issued. 

New York (Brooklyn)—MC 105444, Sub. 1, Vincent Chanice 
and Anthony Chanice, dba Chanice & Chanice. Certificate pro- 
posed. Kitchen units, and furniture, uncrated, from New York, 
N. Y., to points in Conn., N. Y., N. J., and Pa., within 150 miles 
of N. Y., with refused, rejected and damaged shipments in the 
reverse direction. 

North Carolina (Charlotte)—-MC 106606, Sub. 2, R. C. 
McCord and W. L. Dellinger, dba McCord and Dellinger. Cer- 
tificate proposed. Cotton yarn, on beams from Staresville, N. C., 
and points within 15 miles thereof, and Mount Holly, N. C., 
and points within 5 miles thereof, to New Bedford, Mass., and, 
in cartons from Statesville and Mount Holly and points within 
the described area of each to Baltimore, Md., Newark, N. J., 
points in the New York, N. Y., commercial zone, points in Pa., 
on and east of U. S. highway 11, and points in Conn., Mass., 
and R. I., and empty yarn beams from New Bedford to States- 
ville and Mount Holly and points within the described area of 
each, over irregular routes. 

Ohio( Toronto)—-MC 104472, Sub. 5, Bram Motor Express, 
Inc. _Permit proposed. Asphaltum compound, vegetable fibre 
packing, rubber packing rings, and clay products, except pottery 
and earthenware, from points in Butler, McKean, Clinton, Elk, 
Cambria, Armstrong, Jefferson, and Clearfield counties, Pa., to 
points in O., Del., Ill., Ind., Ky., Md., Mich., N. J., N. Y., Va., 
W. Va., and D. C., over irregular routes, with rejected shipments 
on return 

Minnesota (Windom)—MC 49490, Sub, 10, Harlow Andrew, 
dba Ostebee Motorway. Certificate proposed. Gypsum and gyp- 
sum products, calcined plaster, and Keene’s wall plaster, from 
Fort Dodge, Ia., and points within 10 miles thereof, to Windom, 
Minn., and points in Minn., within 35 miles of Windom, over 
Irregular routes, with rejected shipments on return. 

North Carolina (Charlotte)—-MC 43608, Sub. 7, Howard 
Motor Lines, Inc. Certificate proposed. General commodities, 
with exceptions, between Greenville, S. C., on the one hand, and, 


on the other, points within 15 miles of Atlanta, Ga., over irreg- 
ular routes. 


Oregon (Portland)—MC 42487, Sub. 162, Consolidated 
Freightways, Inc. Certificate proposed. General commodities, 
except liquid petroleum products, in bulk, in tank trucks, be- 
tween Tenino, Wash., and Tacoma, Wash., over a specified alter- 


nate route for operating convenience in connection with author- 
ized regular routes. 


Indiana (Michigan City)—-MC 41260, Sub. 12, Northwestern 
Transit, Inc. Certificate proposed. General commodities, with 
exceptions, between the junction of U. S. highway 20 and Ind. 
highway 43, and LaFayette, Ind., over Ind. highway 43, serving 
all intermediate points, and subject to the condition that no 
Shipments shall be transported which either originate at, or 
are destined to, LaFayette. 


Minnesota (Marshall)—-MC 36994, Sub. 11, Lloyd W. Arch- 
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bold, dba Speedway Transit. Certificate proposed. Empty egg 
cans, empty egg cases, empty egg cartons, empty cream cans, 
empty chicken crates, empty butter or buttermilk containers, 
and other empty containers, over specified regular routes be- 
tween Marshall, Minn., and West Fargo, N. D., and between 
Marshall and Lidgerwood, N. D., subject to condition that the 
recommended authority and that presently held by applicant 
to operate over regular routes may not be joined and through 
service provided between points on applicant’s presently author- 
ized regular routes and points on the regular routes proposed 
to be authorized herein. 

Michigan (Grand Rapids)—-MC 35628, Sub. 104, Interstate 
Motor Freight System. Certificate proposed. Serving Clyde, 
N. Y., as an intermediate point on applicants’ presently author- 
ized regular route over N. Y. highway 31, restricted to the 
movement of equipment, materials and supplies used in the 
manufacture of fluorescent lamp ballasts between Clyde, N. Y., 
and Fort Wayne, Ind., and of fluorescent lamp ballasts origi- 
nating at Clyde N. Y., and destined to St. Louis, Mo. 

Texas (Houston)—-MC 30319, Sub. 17, Southern Pacific 
Transport Co. Certificate proposed, subject to conditions. Gen- 
eral commodities between Mexia and Hempstead, Tex., and 
between Bryan and Navasota, Tex., over regular routes, serving 
points which are stations on the line of the Texas & New Or- 
leans Railroad. Conditions imposed include limitation of service 
to be performed to that which is auxiliary to, or supplemental 
of, rail service of the T. & N. O. 

Mississippi (Sardis) —-MC 29894, Sub. 3, Henry Fyfe. Cer- 
tificate proposed. General commodities, with exceptions, serving 
Senatobia and Batesville, Miss., as intermediate and off-route 
points in connection with applicant’s presently authorized regu- 
lar route operations between Memphis, Tenn., and Sardis, Miss., 
subject to a condition eliminating duplicating rights. 

Pennsylvania (Mountaintop)—-MC 21955, Sub. 1, Lawrence 
E. Spaide. Certificate proposed. New automobiles, in initial 
movements, in truckaway service ,from Toledo, O., to Moun- 
taintop, Pa., and points in Carbon, Schuylkill, Luzerne, Co- 
lumbia, Wyoming, Lackawanna, Pike, Wayne, Tioga, Sullivan, 
Branford, and Susquehanna counties, Pa., within 65 miles of 
Mountaintop, over irregular routes. 

Michigan (Detroit)—-MC 18112, Sub. 11, Hollywood Cart- 
age Co., Inc. Certificate proposed. Automobile parts from 
Wooster, O., to Willow Run, Mich., over irregular routes. 

South Carolina (Spartanburg)—MC 17820, Sub. 22, Ham- 
ish Turner, dba Carolina Stages. Certificate proposed. Pas- 
sengers, baggage, mail, newspapers and express between 
Greenville, S. C., and Piedmont, S. C., and between Pelzer, 
S. C., and junction Anderson county highway and U. S. high- 
way 29, over specified regular routes. 

Minnesota (St. Paul) —-MC 11112, Sub. 12, Murphy Motor 
Freight Lines, Inc. (Corrected). Certificate proposed. General 
commodities, with exceptions, over a specified route between 
Minneapolis, Minn., and Mason City, Ia., serving intermediate 
and off-route points which are stations on the line -of the 
Minneapolis & St. Louis Railway. The recommended authority 
is subject to conditions requiring, among other things, limita- 
tion of the service to be performed to that which is auxiliary 
to, or supplemental of, rail service of the M. & St. L. 

Michigan (Flint)—MC 3468, Sub. 118, F. J. Boutell Drive- 
away Co., Inc. Certificate proposed. New automobiles, auto- 
mobile bodies and cabs, and automobile parts and accessories 
moving in connection therewith, in truckaway and driveaway 
service, in initial movements, from Flint, Mich., to points in 
Va., N. C., and S. C., and, in secondary movements, in truck- 
away and driveaway service in the season of open navigation 
on the Great Lakes, from Cleveland, O., Erie, Pa., and Buffalo, 
N. Y., to points in' Va., N. C., and S. C., all over irregular 
routes, traversing O., Pa., Md., W. Va., Ky., and Tenn., for 
operating convenience, with return of rejected shipments. 

IMinois (Chicago)—-MC 1501, Sub. 12, Greyhound Corpo- 
ration. Certificate proposed. Passengers, baggage, express, 
mail and newspapers, over a regular route between Brewer, 
Me., and Calais, Me. 

Pennsylvania (Philadelphia)—-MC 1105, Sub. 1, Benjamin 
Kessler. Permit proposed. Candy and confections, from Phila- 
delphia, Pa., to Trenton, N. J., and ingredients and containers 
used in the manufacture and distribution of candy and confec- 
tions, between New York and Philadelphia, over irregular 
routes. 

New Hampshire (Newmarket)—-MC 9063, Sub. 1, Joseph 
Henry Sopel, dba Joseph H. Sopel Trucking. Certificate pro- 
posed. Household goods between Newmarket, N. H., and points 
within 6 miles thereof, on the one hand, and points in R. I., on 
the other, over irregular routes, traversing Mass., for operating 
convenience. 

West Virginia (Hemphill)—-MC 104652, Sub. 1, Ruth Jobe 
Nestor, dba Nester Transfer. Certificate proposed. Household 
goods between points in McDowell county, W. Va., on the one 
hand, and, on the other, points in Tenn., S. C., Mich., Ga., Ala., 
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and D. C., and general commodities from Welch, W. Va., to 
points in McDowell county, W. Va., and Tazewell county, Va., 
over irregular routes. 

New Jersey (Pittstown)—-MC 108693, Donald R. Lambert. 
Permit proposed. Fertilizer, fertilizer materials, feeding ma- 
terial, insecticides, and fungicides, from Philadelphia, Pa., to 
Clinton, Milford, and Pittstown, N. J., between February 1 and 
November 15 of each year, over irregular routes. 

Pennsylvania (Downingtown)—-MC 104340, Sub. 40, Lea- 
man Transportation Co., Inc. Certificate proposed. Liquid 
chemicals and coal tar products, in bulk, in tank trucks, between 
Kobuta, Midland, Clairton, Natrona, Verona, Bridgeville, and 
points in the borough of Franklin, Cambria county, Pa., Mor- 
gantown, South Charleston, and points in the Cross Creek dis- 
trict of Brooke county, W. Va., Youngstown, O., and Kearney, 
N. J., over irregular routes, subject for request for coincidental 
cancellation of permits in MC 23293 and Sub. Nos. 1 and 2, 
and MC 7567. 

Minnesota (Minneapolis)—-MC 78643, Sub. 19, George Hart, 
dba Hart Motor Express. Certificate proposed. Grain and 
seeds, in bulk, from points in Phillips, Valley, Daniels, Sheridan, 
Roosevelt, Richland, Dawson, Prairie, Garfield, Wibaux, and 
McCone counties, Mont., Mandan, N. D., and points in that 
part of N. D. north and east of the Missouri River to Minne- 
apolis, St. Paul, and Duluth, Minn., and points within 5 miles 
of Duluth, and Superior, Wis., and points within 4 miles of 
Superior, over irregular routes, with return of rejected ship- 
ments. 

Pennsylvania (Downington)—-MC 104340, Sub. 38, Leaman 
Transportation Co., Inc. Certificate proposed, subject to request 
for coincidental cancellation of permits in MC 23293 and Sub. 
Nos. 1 and 2, and MC 7567. Petroleum products, in bulk, in 
tank trucks, from Morgantown, W. Va., and points in W. Va., 
within 5 miles thereof, to points in Washington county, Pa., 
from Tonawanda, N, Y., to Erie, Pa., from Kingston, Pa., and 
points within 10 miles thereof, to points in Tioga, Cortland, 
Chenango, and Otsego counties, N. Y., and from Bradford, Pa., 
and points in Pa., within 5 miles of Bradford, to points in 
Chautauqua, Catteraugus, Allegany, and Erie counties, N. Y., 
with return of rejected shipments, over irregular routes. 


Massachusetts (West Springfield) —-MC 92095, Sub. 5, Auto 
Transport, Inc. (Corrected). Permit proposed. New trailers, 
in initial movements, in truckaway service, from Elizabeth, 
N. J., to points in Conn., Del., Me., Md., Mass., N. H., N. J., 
N. Y., Pa., R. I, Vt., Va., W. Va., and D. C., and rejected ship- 
ments on return, and trailers, in secondary movements, in truck- 
away service, between points in Conn., Del., Me., Md., Mass., 
N. H., N. J., N. Y., Pa., R. L, Vt., Va., W. Va., and D. C., over 
irregular routes. 

West Virginia (Huntington)—-MC 22296, Sub. 2, Drury 
Bros. Transfer & Storage Co., Inc. Certificate proposed. New 
furniture, new household, office, and store appliances and 
equipment, uncrated, in shipments of not less than 5,000 pounds, 
from Huntington, W. Va., to points in Pa., O., Ky., Tenn., N. C., 
Va., and Md., within 200 miles of Huntington, and from points 
in Mass., Conn., N. Y., N. J., Pa., Md., Va., N. C., O., Mich., 
Ind., and Ill., to Huntington, over irregular routes 

Missouri (Kansas City)—-MC 43215, Sub. 18, Boyd Truck 
Lines, Inc., embracing MC 108622, Harold E. Coulter, dba 
Rapid Transit Lines, Pratt, Kan. Certificates proposed. In MC 
43215, Sub. 18, general commodities, with exceptions, between 
Wichita and Liberal, Kan., over U. S. highway 54, serving all 
intermediate points except those east of Pratt, Kan. In MC 
108622, general commodities, with exceptions, between Wichita 
and Liberal, Kan., over U. S. highway 54, serving the interme- 
diate and off-route points of Pratt, Cullison, Wellsford, Havi- 
land, Greensburg, Mullinville, Bucklin, Kingsdown, Bloom, 
Minneola, Fowler, Meade, Plains, and Kismet, Kan. 

Minnesota (Duluth)—MC 108223, Sub. 2, Century-Mat- 
thews Motor Freight, Inc. Certificate proposed. General com- 
modities, with exceptions, between Scanlon, Minn., and junction 
Minn. highway 33 and U. S. highway 53, between Wyoming, 
Minn., and St. Croix Falls, Wis., and between junction U. S. 
highway 61 and Minn. highway 23 and Duluth, Minn., over 
specified alternate routes, subject to restriction, for operating 
convenience in connection with applicant’s otherwise authorized 
operations. 

Texas (Houston)—-MC 107678, Sub. 3, Hill & Hill Truck 
Line, Ltd. Certificate proposed. Machinery, equipment, mate- 
rials and supplies used in, or in connection with, the discovery, 
development, production, refining, manufacture, processing, 
storage, transmission, and distribution of natural gas and pe- 
troleum and their products and by-products, and machinery, 
materials, equipment, and supplies used in, or in connection 
with, the construction, operation, repair, servicing, mainte- 
nance, and dismantling of pipe lines, including the stringing 
or picking-up thereof, except the stringing or picking-up of 
pipe in connection with main or trunk pipe lines, between 
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points in Colo., and Wyo., on the one hand, and, on the other, 
points in Tex., Okla., and Kan., except for the stringing or 
Ppicking-up of pipe lines in Utah and Colo.; of commodities, 
except those hereinbefore specified, the transportation of which, 
because of their size or weight, require the use of special equip- 
ment, between points in Harris county, Tex., on the one hand, 
and, on the other, points in Okla., Kan., and La., and between 
points in Colo., Utah, and Wyo., on the one hand, and, on the 
other, points in Tex., Okla., and Kan., over irregular routes in 
each instance. 


G. M. & O. Asks Authority to 
Acquire Two Leased Lines 


The Gulf, Mobile & Ohio has filed two applications with 
the Commission, one for authority to acquire further control 
of the Joliet & Chicago Railroad Co., and of the Louisiana & 
Missouri River Railroad Co., the other to issue $2,736,000 of 


‘series B, 4-per cent bonds, due in 1975, to be used in financing 


the transaction, on the basis of cancellation of a like amount 
of the company’s series C bonds presently held in the G. M. & 
O. treasury. 

In support of the application, the G. M. & O. says the 
leased lines could be more efficiently and economically operated 
as part of the system, citing present annual costs of the leases 
as $162,577 for the J. & C. and $32,458 for the L. & M. R. 
Savings through cancellation of the leases, it said, would pro- 
duce net annual savings estimated at $51,357 or more, and 
net savings of $85,596 or more if the G. M. & O. should not have 
taxable income. 


At the same time, the G. M. & O. announced its intention 
promptly to institute action in the courts against the two 
leased lines for a determination that the G. M. & O. is not 
required, under the provisions of the leases, to pay their 
federal income taxes, “leaving such taxes to be paid by the 
leased lines.” 


The G. M. & O. will offer in exchange for capital stock of 
the J. & C., and the 7 per cent guaranteed preferred stock of 
the L. & M. R. outstanding in the hands of the public, the 
new bonds, on the basis of $150 of the bonds for each $100 
par value share of the leased lines, and will pay to the stock- 
holders making the exchange dividends on their stock accruing 
to December 31. 


DIGEST OF 


Now Co 


. 29754, Sub. 2, Brownsville Navigation District of Cameron County, 
Tex., Brownsville, Tex., vs. St. Louis, Brownsville & Mexico Rail- 
way Co. (Guy A. Thompson, Trustee.) 


Alleges that defendant publishes, maintains and applies rules 
and conditions governing storage-in-transit of coastwise export and 
import freight at the ports of Beaumont, Corpus Christi, Galveston, 
Houston, Orange and Texas City, Tex., without, at the same time, 
according like privileges and treatment at the Port of Brownsville, 
Tex., in violation of section 3. Asks a cease and desist order and 
establishment of reasonable transit privileges and practices at 
Brownsville. (James H. Hartzog, P. O. Box 231, Brgwnsville, Tex.) 

. 29816, Great Atlantic & Pacific Tea Co., New York, N. Y., vs. A. C. 
L. et al. 

Rates, numerous carload shipments of canned citrus fruit and/or 
canned citrus fruit juice, not frozen, originating in Florida and 
moved to various destinations in New England and Trunk Line 
territories, in the period January 1 to April 29, 1947, in violation 
of section 6. Asks a cease and desist order and refund of charges 
in excess of applicable charges. (L. Z. Whitbeck, general traffic 
manager, 420 Lexington Ave., New York 17, N. Y.) 

. 29817, Rheem Manufacturing Co., New York, N. Y., vs. Rock Island 
et al. 

Alleges rates on iron or steel stampings, carloads, Sparrows 
Point, Md., to Houston, Tex., subsequent to August 10, 1945, in 
violation of sections 1 and 3. Asks cease and desist order, rates, 
and reparation. (G. P. Cochran, 503 Title Guarantee Building, 
Birmingham, Ala.) 

. 29818, Collins Concrete and Steel Pipe Co., 
Great Northern et al. 

Alleges rates on bent steel plates, carloads, Ogden, Utah, t0 
points in Ore., Wash., Calif., Ida., and Mont., 1946 and 1947, in 
violation of sections 1, 2, 3, and 4. Asks cease and desist order, 
rates, and reparation. (E. F. Brady, 319 Board of Trade Building, 
Portland 4, Ore.) 
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Rail Testimony to Be Offered 
in Ex Parte 166 Reviewed 


Advance copies of testimony to be put in by rail offi- 
cials at hearing beginning September 9 show asserted 
need for 6 per cent return on investment. Even larger 
than proposed increases said to be necessary for east- 
ern railroads. Ex Parte 162 increase said to be insuffi- 
cient to meet increased costs. Increases for coal and 
steel, since filing of Ex Parte 166 petition, cited 


One of the railroad witnesses who will appear at hearings 
before the Commission in Ex Parte 166, Increased Freight 
Rates, 1947, beginning in Washington September 9, contends 
that, in view of price advances since the petition was filed in 
July, the petition should be revised and the increase for eastern 
roads raised so as to produce 50 per cent more gross revenue 
than will result from the petition. The witness is Walter S. 
Franklin, vice-president in charge of traffic of the Pennsylvania 
Railroad Co. 

The statement is contained in an advance copy of his testi- 
mony which, with copies of the testimony of other witnesses, 
has been filed with the Commission by the committee of counsel 
for the petitioning railroads in accordance with the Commis- 
sions’ order of July 24, which had in view expediting the pro- 
ceeding. A general summary of the testimony was made public 
August 20 (see Traffic World, Aug. 23, p. 533). 

The railroads said in the summary that the increases asked 
would amount to 17 per cent for the country as a whole. An 
earlier estimate was 16 per cent. The petition asked for an 
increase of 25 per cent in eastern territory and on inter-terri- 
torial movements involving the east, while in western and 
southern territories, and on inter-territorial movements between 
them, it was 15 per cent (see Traffic World, July 12, p. 105). 
Limitations as to specific maximum increases on certain com- 
modities resulted in the overall percentage cited, according to 
the railroads. 

In the testimony to be presented by Mr. Franklin and other 
railroad witnesses, the major arguments advanced in support of 
the increases are: insufficiency of the freight rate increases 
granted in Ex Parte 162, which became effective last January 1; 
lack of a return of 6 per cent on invested capital in railroad 
operations; the dangers inherent in inadequate maintenance and 
improvement programs; financing of new equipment and im- 
provements through issuance of bonds instead of out of income 
or through sales of stock; and traffic factors such as reduction 
in ton-miles of freight and revenue passenger mileage, shorter 
hauls, and increasing competition from other forms of trans- 
portation. As indicating that the increases now asked might 
fall short of necessities, witnesses also include in their testimony 
mention of increases in coal and steel, made effective since the 
petition was filed. 

Advance copies of testimony, and exhibits where they are 
included, were filed for: J. H. Parmelee, vice-president, and 
director of the Bureau of Railway Economics, Association of 
American Railroads; Mr. Franklin; E. Rigg, assistant freight 
traffic officer, C. R. I. & P. Ry. Co.; R. J. Doss, vice-president, 
traffic, A. C. L. R. R. Co.; G. F. Vivian, manager, statistical 
Bureau, Western Lines; R. B. White, president, B. & O. R. R. 
Co.; H. S. Palmer, trustee and president, N. Y. N. H. & H. R. R. 
Co.; P. J. Neff, chief executive officer, Missouri Pacific; W. A. 
Johnston, president, Illinois Central; W. S. Hackworth, presi- 
dent, N. C. & St. L. Ry.; M. J. Wise; vice-president, develop- 
ment, Central of Georgia; R. E. Woodruff, president, Erie R. R. 
Co.; R. L. Williams, president, Chicago & Northwestern; L. L. 
Knight, comptroller, Seaboard Air Line Ry. 

Verified statements were filed on behalf of the following 
railroad officials, who, the committee of counsel said, would not 
be called to testify, but who would be available for cross- 
examination at the request of any party: V. P. Brown, general 
freight agent, Great Northern; H. K. Dougan, assistant general 
auditor, Great Northern; H. J. McKenna, assistant general 
freight agent, Soo Line; and W. J. Kelly, assistant to the vice- 
president, traffic, A. A. R. Mr. Kelly’s statement deals with the 
rules proposed for the disposition of fractions and for handling 
the several factors of combination rates. The other three state- 
ments deal with the need for increases in iron ore rates. 

In offering the advance copies of testimony for filing, Jacob 
Aronson, chairman of the committee of counsel, said leave was 
asked that witnesses might supplement and amplify the mate- 
rial at the hearing, if necessary, due to changes in conditions 
that might occur between the filing of the statements and 
exhibits and the hearing. 


Inadequate Return and Bankruptcy 
Dealing with the need for rail return of 6 per cent on in- 


vestment, Mr. Neff asserts that an average return at that rate 
after 1923 “would have made Missouri Pacific bankrutcy pro- 
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ceedings unnecessary,” adding that “similar proceedings in the 
future will occur unless the problem is attacked now.” With- 
out the capital expenditures in the 20’s, he says, although only 
absolutely necessary improvements could be carried out during 
the depression of the 30’s, “the nation would have been in a 
sorry fix when war struck in 1941.” After referring to points 
on the M. P. system at which military installations were made, 
Mr. Neff continues: 


The passage of time, and having every-day problems to consider, 
dims the import of things that have happened in the past which likely 
accounts for the opposition the railroads run into whenever they seek 
any benefits. This may be the fault of railroad management for not 
publicizing the inadequacy of railroad savings and at the same time 
spelling out to the people how dependent the nation is upon dependable 
and adequate railroad service—not only for its prosperity but for its 
very existence in a hostile world. The timidity of the railroads in 
selling themselves to the public and to the Commission could have 
some bearing on not being granted full relief, but in this case I urge 
the Commission to grant the rates we seek that we may always be 
reasonably prosperous in times of peace and have our plant ready for 
any new national emergency. 


After referring to the inability of the railroads to increase 
capital investment in the 30’s, Mr. Neff says in the period 1931- 
1940, “when the country was approaching an unprecedented 
demand for railroad service,” billions were poured out, “not 
for additional railroad facilities which were going to be needed 
desperately, but for highway and water facilities which, as it 
developed, we already had in abundance.” 


Dr. Parmelee’s Testimony 


In his testimony, Dr. Parmelee estimates an increase of 
7% per cent in revenue ton-miles in 1947, producing a total of 
636,569,100,000 miles in that year, and he estimates revenue- 
ton miles for 1948 at 620,015,200,000. Revenue passenger miles 
for 1947 he estimates at 43,619,100,000, and for 1948, 37,895,- 
500,000. He says estimated net railway operating income in the 
last half of 1947 will be less by $100 million than in the cor- 
responding 1946 period, adding that “the downward trend will 
continue in 1948, according to the estimates, the figure being 
$191 million less than that for 1947.” These estimates take no 
account of increases in wage rates or material prices subse- 
quent to June 30, 1947, he says. 


Greater Increase Needed 

Mr. Franklin observes that the Ex Parte 162 increases left 
one billion dollars in increased costs over 1939 to be absorbed 
out of increased traffic and greater efficiency. He goes on to 
say that the present increased costs raise railroad operating 
costs to $2,562,000,000 ‘a year over 1939, so that $1,562,000,000 
a year must be absorbed, which he describes as “an unsur- 
mountable burden on the basis of present freight rates and 
charges.” The 2.75 per cent return on a “huge gross revenue” 
for 1946 meant earnings not only inadequate to provide a proper 
return, but, he says, do not leave any margin to encourage the 
necessary investment in the railroads to bring about improve- 
ments. For 1948, he says, there will be a deficit in the eastern 
district of $2 million, under present rates. In this connection, 
he referred to an increase in coal prices of about 60 cents a 
ton and of iron and steel of more than $5 a ton since June 30. 


“Economic Value of 1947 Dollar” 


Mr. Palmer, after an extensive review of conditions on the 
New Haven, in which he says the road can look forward to a 
return in 1948 of less than one-half of 1 per cent on its invest- 
ment under present rates, says the railroads are before the 
Commission to persuade it to recognize the “economic value of 
the 1947 dollar,” adding that in all other forms of economic 
activity, except transportation, the relationship between ex- 
penses and price of service has been quickly recognized by 
appropriate adjustments. He added that “a heavy taxpaying, 
unsubsidized, and privately financed industry is before ‘you 
asking for prompt relief.” 


Agriculture Should Contribute 


Mr. Riggs, speaking in behalf of railroads operating in the 
western district, said products of agriculture and livestock, 
moving in substantial volume in western territory, ‘which for 
sO many years have benefitted from lower general increases 
or rate levels than applied to other traffic, should now except 
where competition or other conditions necessitate different 
treatment, be required to contribute in full measure to the 
increase in revenue needed by the western railroads.” 


A. C. L. Curtails Improvements 


Mr. Doss says, in part, the tremendous increase in cost of 
operation in the last 18 months has been such that, even with 
the Ex Parte 162 increase, it has not been possible for the 
A. C. L. to show a net railway operating income “except by 
the drastic curtailment of our program for maintenance and 
rehabilitation.” For maintenance of way and structures and 
for maintenance of equipment, he asserts estimated expendi- 
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tures for 1947 are $1,308,292 less than for 1946, and $22,277,982 
less than for 1945. 


Increased Cost of Ice 


Mr. Vivian says the average cost a ton of ice placed in 
car bunkers in 1946 was $5.68, while revenues on the basis 
of charges in effect on the last day of the year averaged only 
$4.04 a ton. The January increase brings the charge to $4.65, 
he says, while the carriers are now seeking an additional 25 
per cent, to make the average charge $5.81 a ton which, he says, 
will be only 13 cents, or 2.29 per cent above the 1946 average 
cost, without giving consideration to the increases that have 
occurred since 1946 in prices of materials and supplies, includ- 
ing contract ice, as well as payroll taxes. 


B. & O. Expense “Gap” 


Mr. White says it will cost the B. & O. $93,008,000 more 
to operate this year than it would have cost to handle the 
same traffic at 1939 cost levels. Increases granted would 
amount to $51,802,000, he continues, leaving a “gap or balance” 
of $41,206,000 of increased expenses for which no provision has 
been made.” He asserts the increase in compensation paid 
employes is responsible, more than any other single item “for 
the high operating cost today,” and that, since 1941, the wage 
rise has resulted in a decline of traffic units “per wage dollar” 
of 28 per cent, adding that “this traffic unit measure indicates 
that we are receiving one-quarter less production for each 
dollar paid out in compensation.”’ Operating costs for the B. & 
O. have increased about $20,204,000 on an annual basis since 
filing of the petition in Ex Parte 162 in April of 1946, he says. 
At one point he asserts: 


There seems to be some misunderstanding as to the amount of the 
wartime earnings of the railroads. The facts are. that the railroad 
industry as well as our own company earned only a modest return on 
its investment during that period. From 1940 to 1946, inclusive, the 
rate of return for this company was only 4.7 per cent. Although the 
gross revenues of the railroads increased from the war-swollen traffic, 
expenses and taxes increased at a much faster rate. 


1. C. Needs $25,000,000 a Year 


“Tf we are to continue solvent,” says Mr. Johnston, “we 
must have our rate levels brought nearer to the price levels 
on which our costs are based.” 

He says the Illinois Central needs at least $25,000,000 a 
year as an average net railway operating income. A little later 
he said “the railroads must restore their credit,” and observes 
that the equity owners of the property,. the stockholders, have 
not received a penny in dividends since 1931 “notwithstanding 
that the Illinois Central is admittedly not overcapitalized.” His 
exhibit contains figures intended to reflect the road’s operating 
efficiency and a continuation of the great efficiency developed 
during the war as compared with the prewar period. With the 
proposed increases, and prices at the June 30 level, he says the 
road would have a net railway operating income of $34,000,000, 
no more than “we need and to which we are entitled.” He 
explains that this figure will balance with “bad years” to pro- 
duce the needed average of $25 million a year. 


Wages and Taxes—“Direct Levies” 


Mr. Hackworth, after reviewing the history of his line 
which, he says, shows the property had been generally well 
managed and was not overcapitalized, and estimating increased 
costs and taxes—those for fuel and taxes alone to be at the 
rate of $1,000,000 a year in the first half of 1948 as compared 
with the same 1947 period—said that “no management, how- 
ever alert, can do much about these costs. They are direct levies 
on our treasury made by labor and the taxgatherers.” 


Southeastern Rail Needs 


J. Wise, for the Central of Georgia, and L. L. Knight, for 
Seaboard, stress inadequate returns. Mr. Wise says, in part, 
that notwithstanding increased labor and materials costs, prices 
received “per unit of traffic’ handled for service performed are 
less now than they were 25 years ago. He cites revenue a ton- 
mile in 1922 as 1.25 cents ,and, in 1946, .96 cent. Mr. Knight 
asserts that, with heaviest peacetime traffic in its history, Sea- 
board estimates it will ‘be able to convert into net railway 
operating income only 7.64 cents of each dollar of revenues in 
1947, on basis of June 30 rates, wages and material prices, 
contrasting this with 16.75 cents for the 5-year period ended 
December 31, 1930, and with 14.12 cents for the 25-year period 
ended December 31, 1945. 


Erie Official for Stock Financing 


President Woodruff of the Erie says railroads are not re- 
ceiving “a fair living wage,” adding the Erie’s rate of return 
on depreciated investment in 1946 was only 2.09 per cent. He 
says it is his opinion future railroad financing should be car- 
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ried out more extensively through the issuance of stock rather 
than bonds. The 1938 bankruptcy of the Erie, he says, would 
have been unnecessary had a greater part of its former capi- 
talization been in stocks instead of bonds. However, he con- 
tinues, stock financing cannot successfully be accomplished un- 
less investors have confidence in future dividends. The present 
$10 stock market quotation for Erie common, although it has 
paid one dollar annually, he says, represents a lack of “basic 
confidence in future railroad earnings” which would make it 
difficult, if not impossible, to carry out future necessary financ- 


ing through issuance of stock, rather than adding to debt bur- 
en. 


Ex Parte 162 Increase Not Enough 


_President®Williams, of the C. & N. W., after referring to 
an increase of $49,082,000 in costs of labor, payroll taxes and 
materials and fuel, says “our forecast of operating revenues 
for the year 1947 is approximately $172,874,000, which includes 
$21,345,000 resulting from the increases in freight rates author- 
ized by this Commission in Ex Parte 162.” He adds the “meager 
extent” to which this increase in revenue will go in meeting 
1947 costs over 1940 is “very apparent, as it is less than one- 
half of these increased costs.” 

Another statement and exhibit to be offered by Mr. Vivian 
shows trends in agricultural income, manufacturing and trade, 
and railroad tonnage and freight revenue by general commod- 
ity groups. Quoting from President Truman’s mid-year eco- 
nomic report, Mr. Vivian says personal income supplies a meas- 


ure of the ability of the national economy to support the in- 
creases sought. 


N. A. R. U. C. to Appear as Protestant 


; Frederick G. Hamley, general solicitor, National Associa- 
tion of Railroad and Utilities Commissioners, has announced 
that the association will appear as a protestant in Ex Parte 166 
and will present Dr. Richard V. Gilbert, who represented the 
Office of Price Administration in Ex Parte 148 and 162, as an 
expert witness. 

“The case to be presented for the national association will 
deal with the nationwide aspects of the rate proposal, and not 
with the problems of individual districts and regions,” said 
Mr. Hamley. “Accordingly, the position to be taken by the 
association will not prejudice the interests of any state com- 
mission in seeking special treatment for its area. Dr. Gilbert’s 
testimony will deal with railroad economics generally, and in 
such manner as to thoroughly test the case for rate increases 
to be submitted by the carriers.” 


L. A. Wants Issued Narrowed 


__ The Los Angeles Chamber of Commerce has filed a motion 
with the Commission in Ex Parte No. 166, Increased Freight 
Rates, 1947, in which the railroads are asking increases aver. 
aging 17 per cent for the country as a whole. The Los Angeles 
body wants the issues in the proceeding narrowed by excluding 
rates in issue in No. 29663, Transcontinental Rail Rates, and No. 
29721, All-Rail Commodity Rates Between California, Oregon 
and Washington. 

The nationwide freight rate investigation contemplated by 
Ex Parte 166, it said, overlapped and conflicted with those 
before the Commission in No. 29663 and No. 29721, and that if 
the rates in those proceedings were permitted to remain within 
the scope of Ex Parte 166, manufacturers, producers and con- 
sumers on the Pacific Coast would be faced with the possibility 
of two increases in the rates, “superimposed upon the sub- 
stantial increases, aggregating up to 25 per cent, already au- 
thorized by your Commission.” 


The Southern Motor Carriers Rate Conference, replying to 
a petition of the Chamber of Commerce and Board of Trade of 
Philadelphia for consolidation of six other proceedings, involv- 
ing less-carload rates and ratings in Official Territory, pick-up 
and delivery services by railroads and motor carriers, and 
charges on small shipments by railroads and motor carriers, 
with Ex Parte 166, asked denial of the petition (see Traffic 
World, Aug 23). 


_The conference said the parties and their interests in the 
various proceedings were so diverse that only confusion could 
result from consolidation. 


Application of Ex Parte 166 Increases 


The Commission, on August 21, made public an exchange of 
letters between Jacob Aronson, chairman of the committee of 
counsel for the petitioning railroads in Ex Parte 166—Increased 
Freight Rates, 1947, and Chairman Aitchison, with respect to 
application of the increases sought in the proceeding. Said 
Mr. Aronson, in his letter dated August 20: 


In order that there may be no misunderstanding as to the manner 
in which the increases proposed in Ex Parte 166 should be applied, if 
granted, I am authorized to state that it is the intention of the peti- 
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tioning railroads that the increases sought in this proceeding should 
apply to whatever rates are in effect at the time of the Commission’s 
decision herein, including, as was done in Ex Parte 162, rates pub- 
lished but not effective as of said date and also rates prescribed by 
outstanding orders of the Commission, when and as the rates therein 
prescribed become effective. 

A copy of this letter is being sent today to the regulatory authority 
of each state having jurisdiction with respect to the intrastate rates 
and charges of petitioners and also to each person who has notified 
the undersigned of his intention to appear as a protestant. 


Chairman Aitchison’s letter of August 21 acknowledged re- 
ceipt of Mr. Aronson’s letter. 


Paper and Pulp Seeks Minimum Treatment 


The paper and pulp industry will seek special minimum 
treatment on pulpwood’ and paper in the Ex Parte 166 pro- 
ceedings, if recommendations made by the traffic committee 
of the American Paper & Pulp Association are accepted by 
the association. The traffic committee, following a discussion 
of the railroads’ proposal for a general increase in freight rates, 
has recommended “that it is the continued policy of our in- 
dustry that the railroads are entitled to have their reasonable 
needs met, but that increases that may be granted should 
not exceed the reasonable needs of the railroads as determined 
on basis of the most reliable facts available.” 


The committee has also urged that the increases, if any, 
in the several classification territories, be in accordance with 
the needs established, explaining that “if the facts developed 
merit no greater increase in Official than in other territories, 
then the Association will so advocate in disregard of the pattern 
of the carriers’ petition. In appraising the revenue needs of the 
carriers in Official Territory, the Commission should consider 
the greater ability of those carriers to recover from a claimed 
condition of revenue needs because of their larger volume of 
traffic and their wide participation in export and import traffic.” 


If a greater increase is authorized in Official Territory than 
in the other regions, concluded the committee, “the inter- 
territorial rates should reflect a blending of the intra-regional 
increases, rather than requiring the interterritorial rates to pay 
the full Official Territory increases.” 


Rosenbaum Asks C. & O. Witness 


William E. Rosenbaum, transportation consultant, of St. 
Louis, Mo., has written Jacob Aronson, vice-president and gen- 
eral counsel, New York Central System, of his intention to 
incorporate into the record of the Ex Parte 166 proceedings a 
recent advertisement of the Chesapeake & Ohio Railway, en- 
titled “Let’s Wake Up Rip Van Winkle!” This advertisement, 
stated Mr. Rosenbaum, is one of a number published by the 
C. & O. during the past two years, implying that the nation’s 
railroads are “sound asleep and are being inefficiently and 
uneconomically managed.” 

Mr. Rosenbaum asked Mr. Aronson, as counsel for all of the 
rail petitioners, to present a qualified witness for the petitioner 

O. who can “present the necessary facts to support the 


accusations made in its advertisement against the other peti- 
tioners.... 


“If it can prove the allegations implied in said advertise- 
ment, as well as in its other advertisements during the past 
two years, the possibility exists that the petitioners may be 
able to get their houses in order in such a manner as to be 
able to increase their operating revenues to such an extent 
as to dispense with the necessity of an additional burden of 
another freight rate increase on the commerce of the nation,” 
wrote Mr. Rosenbaum. 


Charges Excessive Circuity 


He stated that he would also introduce into the record a 
copy of a document prepared by the special Senate committee 
investigating the national defense program, entitled “The 
Transportation Situation in the Summer of 1945,” being a staff 
study of the transportation situation as of May 17, 1945. Mr. 
Rosenbaum said he would question carrier witnesses on the 
following comment in the document regarding probable waste 
in transportation: “During the year 1944 5,292,000 cars moved 
via routes more than 30 per cent circuitous on the basis of 
an estimated 42,000,000 total carloadings per annum. If each 
of the 5,292,000 cars traveled an extra 211 miles, this repre- 
sents an annual wastage of car-miles of 1,116,612,000. At the 
rate of 40 tons per car this represents an annual wastage of 
44,664,480,000 ton-miles.” 


Among the questions he proposes to ask, stated Mr. Rosen- 
baum, is the following: “If the transportation costs or ex- 
penses of petitioners have increased as greatly as claimed, why 
do they not make greater increases in the rates and charges 
collected for the use of excessively circuitous routes than it 
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is proposed to charge shippers who use the short-line or reason- 
ably direct routes?” 


More Verified Statements 


Verified statements have been submitted to the Commis- 
sion in Ex Parte 166 by Lone Star Cement Corporation, New 
York, and John Middleton, traffic manager, Pioneer Paper 
Stock Co., Chicago. , 

Asking that the necessity of the proposed increases be 
thoroughly investigated and no action taken on the proposal 
until such investigation was made and hearings assigned, the 
Lone Star Cement Corporation said it was not in a position to 
“absorb the shock of increases” as substantial as proposed 
without first having an opportunity to analyze carefully the 
effect of the railroads’ proposal on its cost for transportation 
in relation to competing materials. 

Pioneer Paper Stock Co. said it opposed the carriers’ peti- 
tion for additional relief in the form of further rate increases 
on scrap or waste paper. A rate increase, if granted, on scrap 
or waste paper, it said, should be on a minimum basis, and, if 
granted, should be of a temporary nature. It said the commod- 
ity now was moving in a very. small area where motor truck 
competitive rates were in effect and contract carrier or private 
carrier operation was available. ‘ 

Glenn F. Vivian submitted a copy of his exhibit in the 
proceeding containing a table of contents which he said was 
not included in the exhibit as first submitted. 


Radio Discussion Scheduled 


“Should Railroad Freight Rates Be Increased?” will be 
the subject to be discussed on the National Broadcasting Com- 
pany’s “America United” program on Sunday, August 31, from 
1:00 to 1:30 p.m., Eastern Daylight Saving Time. The program 
will be conducted by the National Grange. 

Those who will participate in the formum are Dr. Julius H. 
Parmelee, vice-president and director of the Bureau of Railway 
Economics of the Association of American Railroads; Col. Alvin 
B. Barber, manager of the Transportation and Communication 
Department of the United States Chamber of Commerce; Boris 
Shiskin, chief economist of the American Federation of Labor, 
and Fred O. Bailey, director of public relations of the National 
Grange. 

The “America United” program, which is a public service 
feature, is carried by approximately 125 NBC stations through- 
out the country. 


— 


Advance Testimony in Less-Carload 
Increase Case Filed with I. C. C. 


As requested by the Commission in No. 29770, Increased 
Less-Carload Rates, Official Territory, assigned for hearing 
immediately after the closing of hearing in Ex Parte 166 in 
Washington, but not before September 16, railroads have filed 
with the Commission advance copies of testimony to be offered. 
In a notice issued in the proceeding, the Commission asked 
that “evidence in chief” on the part of the petitioning railroads 
be submitted in written form with accompanying exhibits, and 
copies made available to the Commission by August 27. It also 
directed that copies be sent to regulatory bodies in Official 
Territory and to parties who by protest or written notice had 
indicated an intention to participate. Such notification, aside 
from being forwarded to the Commission, was to be addressed 
to Gurensey Orcutt, 1740 Broad Street Station Building, Phila- 
delphia 3, Pa. 

The system of minimum charges designed to avoid fourth- 
section departures interterritorially because of higher intra- 
territorial class rates is dealt with by P. O. Garte, chairman, 
Southern and Southwestern Freight Committee of the Trunk 
Line Association; E. W. Heimert, a member of the standing 
rate committee, Central Freight Association; and J. E. Murphy, 
chief, Fourth Section Bureau of the Trunk Line Association. 

W. J. Silich, manager of station service for the Delaware, 
Lackawanna & Western, deals with the relative production a 
man-hour and cost a ton of less-carload freight handled at Bing- 
hamton and Buffalo, N. Y., comparing the first five months of 
1937 with the same 1947 period. 





Application of Proposed Rates 


Mr. Garte will say it is the purpose at the present time ol 
the carriers to apply the system of rates covered by the pro- 
ceeding: 1—Between points in Official Classification Territory, 
east of the Indiana-Illinois state line; 2—between points in 
Official Classification Territory, east of the Indiana-Illinois 
state line, excepting 73 stations in Indiana, on the one hand, and 
stations in Illinois Freight Association Territory and Western 
Trunk Line Extended Zone “C” Territory, as more fully de- 
scribed in Central Freight Association Tariff Bureau tariff No. 
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3-H, Agent B. T. Jones’ I. C. C. No. 3784, on the other; and 3— 
between points in eastern Canada on the one hand, and points 
in Official Territory, Illinois Freight Association Territory, and 
Western Trunk Line Extended Zone “C” Territory, on the 
other. He adds: 


The Illinois Freight Association and Western Trunk Line Com- 
mittee have under consideration the application of the system of rates 
involved in I. C. C. docket No. 29770 between points in Illinois Freight 
Association Territory and between points in Illinois Freight Associa- 
tion Territory, on the one hand, and Western Trunk Line Extended 
Zone ‘‘C’’ Territory, on the other. 


Minimum Rates 


Mr. Garte will also explain the extent to which Official 
Territory rates have been and are observed as minima on inter- 
territorial traffic moving between Official Territory, on the one 
hand, and Southern and Southwestern territories, on the other, 
giving attention to border point situations. 

Mr. Murphy says his testimony will deal only with fourth- 
section departures caused by the maintenance of the proposed 
rates as minima. He has prepared statements portraying vari- 
ous types of departures occurring in the class rates as ex- 
amples, saying there are many exhibits in the Commission’s 
file showing in great detail departures existing in present class 
rates within and between the territories involved in the instant 
proceeding. He adds he has in mind particularly the exhibits 
and explanations in the carriers’ application for permanent 
relief in Fourth Section Application No. 14708, Class Rates to, 
from and between Points in Official Territory, offered ‘at 
hearing before the Commission beginning July 7, 1936. 

He then deals with the exceptions to the statement that 
no new departures will be created by the proposed adjustment 
arising from: The fact that the proposed rates are not at this 
time to be published within Illinois nor between that territory 
and Extended Zone ‘“C’ in Wisconsin, whereas present class 
rates made with relation to rates prescribed in No. 15879 now 
so apply; the fact that in the basic rate—the rates in effect 
June 30, 1946—via certain routes and on certain traffic, there 
existed differential relationships disrupted by the general in- 
crease in Ex Parte 162 and proposed to be further disrupted; 
and because the carriers’ proposal, for initial application, con- 
templates that the increased class rates will be published by 
means of a conversion table, this method of publication may 
result in departures that do not now exist in the basic rates. 

“With the exceptions noted,” he says, ‘“‘the effect of the 
proposed rates on the fourth-section departures will be to create 
no new departures but to decrease the amount of departure, 
eliminate existing departures, increase the amount of de- 
partures, or cause no change in amount of departures.” 


Protecting Rate Adjustments 


Mr. Heimert, dealing with the situation on traffic between 
Official and Western Trunk Line territories, says? 


While the use of the minimum rate arrangements was indicated 
(in the western class rate adjustment) by the Commission as being 
permissive, it was recognized by the carriers and agreed to, by the 
majority of shippers and receivers, that a system of minimum rates 
was necessary in connection with the interterritorial class rates apply- 
ing between Official Territory and Western Trunk Line Territory, as 
the only practicable method of maintaining the prescribed class rate 
adjustment within Official Territory, within Western -Trunk Line Ter- 
ritory, and interterritorially. 

As long as there ure differences in the measure of the class rates 
applicable in a given territory as against those applicable interterri- 
torially; and as long as the relationship of the other classes to first 
class is different interterritorially versus intraterritorially; and as 
long as a different classification applies interterritorially versus intra- 
territorially, a system of minimum charges is a necessity. In addition, 
as long as commodities are given different ratings interterritorially 
versus intraterritorially by the respective exceptions to the classifica- 
tion governing the two rate adjustments, a minimum rate system will 
be required. 


He explains that, in working out the system of minimum 
charges between Official Territory and Western Trunk Line 
Territory under the prescription of rates in the western class 
rate adjustment, systems of minimum rates were devised to 
protect the prescribed class rates in Official Territory and 
within Western Trunk Line Territory. He continues: 


The change in the system of minimum class rates which will be 
necessary if the proposed LCL class rate basis goes into effect within 
Official Territory will affect only the system of minimum charges which 
was published to’ protect the Official Territory basis. Therefore, our 
presentation of evidence on the matter of minimum charges between 
Official Territory and Western Trunk Line Territory will be limited 
to the minimum charges published to protect the Official Territory 
intraterritorial class rate basis. 


Reduced Labor Productivity 


Mr. Sillich says his study reveals that less-carload ton- 
nage handled at Binghamton Transfer in the five-month periods 
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increased from 36,094 in 1937 to 103,598 in 1947, an increase of 
187 per cent. Average tons of less-carload freight handled ‘‘per 
man hour” increased from .689 tons a man hour in 1937 to 
.751 tons a man hour in 1947, or an increase of 9 per cent, he 
asserts, adding platform labor costs a ton of less-carload freight 
handled increased from 74 cents a ton in 1937 to $1.25 a ton 
in 1947, an increase of 69 per cent. 


At the Columbia Street freight station in Buffalo, he says, 
the study shows less-carload freight increasing from 8,996 tons 
in 1937 to 18,811 tons in 1947, an increase of 111 per cent. 
Average tons of less-carload freight handled a man hour in- 
creased from .773 in 1937 to .895 in 1947, an increase of 15.7 
per cent, while platform labor costs a ton of less-carload freight 
handled increased from 70.4 cents a ton in 1937 to $1.085 a 
ton in 1947, an increase of 54 per cent. 

The road’s pay for common labor at the two freight sta- 
tions increased about 90 per cent in the decade from 1937 to 
1947, he says. 

As to the value of mechanization, he asserts: 


It has been my experience that while mechanization helps the 
handling of less-carload freight it has not, in our experience, resulted 
in an improvement of more than 10 per cent in any instance over an 
efficient hand truck operation. This, of course, is based on a comparison 
with 1937. Less-carload freight must be handled manually from the 
truck when received at a local freight station or from the inbound car 
when received at a transfer, must be loaded and stowed manually to 
the outbound car and, in addition, requires many auxiliary services, 
i.e., stevedoring, blocking and bracing freight, sealing of cars, main- 
taining the many car transfer and veri-check records, delivery clerks, 
receiving clerks, foremen’s clerks, spot clerks, etc. These are not 
affected by the introduction of mechanical freight handling equipment. 
Saving from such mechanization, therefore, is confined largely to the 
more efficient movement of freight from one point to another within 
the station. 


After saying mechanization at the Binghamton Transfer, 
comparing the first five months of 1937 with the same months 
of 1947, resulted in an improvement in tons of less-carload 
freight handled a man hour of only 9 per cent, and asserting 
the road was searching for methods to improve the handling 
of freight, he concludes his statement by saying that in his 
judgment “there is no mechanical equipment on the market 
today that could be operated even under the most favorable 
operating conditions and result in a saving which would absorb 
the increase in payroll cost which has been occasioned by the 
increased wage scales over the last ten years.” 


P. R. R. Statement Filed 


Fred Carpi, assistant general traffic manager; J. L. Hey- 
wood, assistant comptroller; and J. L. Webb, manager of sta- 
tions and motor service, Pennsylvania Railroad Co., have filed 
advance copies of their statements and exhibits in No. 29770, 
in which they detail the methods and costs of handling less- 
carload traffic, touching on the extra and expedited services 
required, mechanization of freight stations, length of haul, and 
other factors present in handling such traffic. Mr. Carpi in- 
cluded testimony as to the experience of railroads in the 
Eastern District and Pocahontas Region. 

T. J. O'Connell, supervisor of terminals, operating depart- 
ment, Baltimore & Ohio, and Harold D. Barber, operating vice- 
president, Erie Railroad Co., also go into detail concerning the 
handling of less-carload shipments. Mr. Barber’s statement, 
containing illustrations of the handling of such shipments, uses 
four pages of his statement to set forth the various operations 
in the handling of a shipment originating at New York City 
destined to Deposit, N. Y., two local points on the Erie. 


Partial Agreement Announced in 
New York Demurrage Case 


In announcing that hearing in No. 659, Free Time and De- 
murrage Charges at New York, would be held beginning at 
10 o’clock a.m., E.S.T., September 30, at the Maritime Associa- 
tion of the Port of New York, 80 Broad Street, New York, 
before Examiner F. J. Horan, the Maritime Commission said 
that the examiner’s report on the prehearing conference held 
in the case stated that it was unanimously agreed by those 
present at the conference that: 


(1) The questions involved in this proceeding arise solely under the 
second paragraph of section 17 of the Shipping Act, 1916, which re- 
quires every common carrier by water in foreign commerce and every 
other person subject to this act to establish, observe, and enforce just 
and reasonable regulations and practices relating to or connected with 
the receiving, handling, storing,‘or delivering of property. 

(2) The regulations and practices in question are those concerning 
free time and demurrage charges on property transported to the port 
of New York by common carriers included in the term ‘‘common carrier 
by water in foreign commerce’’ as that term is defined in section 1 of 
the Shipping Act, 1916. 
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(3) Free time actually allowed does not exceed five days, exclusive 
of Saturday, Sunday, and legal holidays, except on property trans- 
ported from South America or the Caribbean area, and on such prop- 


erty it does not exceed six days, exclusive of Saturday, Sunday, and 
legal holidays. 


(4) Free time commences on the day following the completion of 
discharge of vessel. 


(5) No charge, as wharfage or in any other form, in addition to the 
rate for the transportation to the port of New York is assessed on 
cargo for use of pier or wharf during free time. 

(6) Free time of ten days, exclusive of Sundays and legal holidays, 
which the Commission in Docket No. 221, Storage of Import Property, 


1 U. S. M. C. 676, ordered not to be exceeded, is satisfactory as a 
maximum. 


(7) Effort will be made to limit the number of witnesses to three 
or four for the entire membership of each association or conference. 

Questions not disposed of at the conference relate to whether the 
second paragraph of section 17 of the Shipping Act, 1916, is violated 
(a) by not allowing more free time than the periods now in effect; (b) 
in respect to when the free time commences and the matter of giving 
notice of when vessel has completed discharge or cargo is ready for 
delivery; (c) in respect to including in free time periods during which 
consignees, due to circumstances beyond their control, are unable to 
remove cargo from pier or wharf, or (d) in respect to charging the 
full amount of demurrage where consignees, due to circumstances 
beyond their control, are unable to remove cargo from pier or wharf. 


“In accordance with section 4.09 of the Rules of Procedure, 
the issues to be heard at the hearing are limited to those not 
disposed of at the prehearing conference,” said the commission. 


PER DIEM RENTAL INCREASED 


The Association of American Railroads has announced that, 
effective September 1, by vote of a majority of the railroads, 
the daily rental to be paid by railroads for use of freight cars 
owned by other railroads will be increased from $1.25 to $1.50. 
The increase, the second to be made this year, was recom- 
mended by the board of directors of the association July 25 (see 
Traffic World, Aug. 2, p. 360.) On June 1 the rental was in- 
creased from $1.15 to $1.25. 


Pullman Co. Asks Authority to 
Increase Rates and Charges 


The Pullman Co. has filed a petition with the Commission 
for authority to increase certain of its rates, fares and charges, 
the increases estimated to produce added revenues of $13,- 
000,000. This increase, it said, would offset only part of a $26,- 
100,000 increase in costs, due to wage increases in 1943 and 
1946, Crosser act increases, increases in costs of materials and 
supplies since 1942, and the increase in laundering expense over 
1942 costs. 

The petition said a minimum standard lower berth rate of 
$3.50 was to take the place of the present standard lower berth 
rates of $2.35, $2.65 and $2.95. Standard lower berth rates be- 
tween $3.20 and $17.35 are to be increased by gradually reduc- 
ing percentages. An accompanying table shows an increase of 
about 49 per cent where the lower berth rate is $2.35, decreasing 
to an increase of one per cent at $17.35. No increase where the 
lower berth is $17.70 is proposed, the petition saying rates on 
the longer runs are in excess of present expenses. 


Rates for upper berths and all types of room accommoda- 
tions are to be increased by the same percentages as applied to 
the lower berth rates on which the upper berth and room rates 
are based, the petition says. Scale charges for exclusive use of 
standard cars for one-way trips will be increased by the same 
percentages as applied to the lower berth on which the scale 
charges are based, it says. 


The charter car per diem charges in standard sleeping cars 
will be increased from $62.40 a day, with a minimum charge for 
three days, to $80 a day, with the same three-day minimum, and 
with proportionate increase in charges for periods over 30 days 
and for private car operations, according to the petition. 

Tourist berth rates, it said, were to be increased in propor- 
tion to the increase made in standard car berth rates and that 
charter car per diem charges in tourist sleeping cars were to 
be increased from $41.80 a day, with a minimum for three days, 
to $54 a day, with the same three-day minimum. 

The petition said no increase in seat charges in either sleep- 
ing or parlor cars was requested, adding that ‘“‘a considerable 
portion of petitioner’s seat traffic is accommodated in sleeping 
cars in which space not needed by through berth or room pas- 
sengers is utilized as seat space, and seat service is frequently 
furnished by petitioner between points where railroad-owned 
and operated parlor-car of modern type reserved-seat coach 
service is available.” 

The increased costs of furnishing sleeping car service ap- 
plied intrastate as well as interstate, the petition said, adding 
that a copy of the petition was being sent to state commissions 
with which Pullman intrastate tariffs were filed, with request 
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for authority to establish the same increases intrastate as might 
be authorized by the Commission for interstate application. 
The company asked permission to depart from certain tariff 
circular rules so as to permit issuance of special master table 
supplements to its tariffs to provide for the increases and to 
allow such tariff supplements to become effective without sus- 
pension, on short notice to the Commission and the public. 


Okla.-St. Louis Scrap Iron, Steel 
Rate Protested by S. W. Rails 


Southwestern railroads have asked the Commission to sus- 
pend supplement 15 to Warren G. Shayler’s tariff 1-A, MF- 
I. C. C. A-3, published for effectiveness September 10, insofar 
as the tariff provides a reduced rate on scrap iron or steel, in 
straight or mixed truckloads, from Oklahoma City, Okla., to 
St. Louis, Mo. 

They said the protested rate appeared to be a republica- 
tion of a rate previously published in item 343, supplement 8, 
Shayler’s MF-I. C. C. A-3, suspended under I. and S. M-2743, 
although the instant publication, they said, proposed a minimum 
weight of 24,000 pounds as against the suspended publication’s 
20,000 pounds. 

The protested rate was 13 cents a 100 pounds lower than 
in effect via competing motor lines and was lower than the 
present rail rate, except in connection with a minimum weight 
of 75,000 pounds, said the railroads, adding: 


The rail rates of 36 cents per 100 pounds, minimum weight 50,000 
pounds and 30 cents per 100 pounds, minimum weight 75,000 pounds, 
reflect the Class 15 and Class 12% bases of rates, respectively, as 
related to the class scale prescribed in the original docket 13535 de- 
cision, 123 I. C. C. 203, with the various general increases being added. 
These ratings were prescribed by this Commission in I. C. C. docket 
19919, 164 I. C. C. 587 and 226 I. C. C. 683 and it will be noted that 
the present rate prescribed for the 50,000 pounds minimum is six cents 
higher than the protested rate of 30 cents per 100 pounds which is 

subject to a 24,000-pound minimum. 

Protestants here are not in possession of the complete tariff of 
Warren G. Shayler but are of the opinion that it provides for pick-up 
and delivery service to and from the shippers’ plants of business with 
additionai charge. The rail lines while maintaining higher rates than 
would apply under the protested schedules cannot perform such store- 
door pick-up and delivery service without an additional charge. 

Additionally the motor carriers generally perform or assist in per- 
forming the loading and unloading of shipments at origin and destina- 
tion without charge while the rail lines under their rules are prohibited 
from doing so without assessment of charges in addition to the :pplica- 
ble freight rate. 


The railroads said the proposed motor rate, if made effec- 


tive, would set up “ruinous and destructive competitive prac- 
tices.” 


Pacific Northwest Wheat Interests 
Ask Market Relation Restoration 


A petition of Pacific northwest state, wheat, and milling 
interests for an enforcement of the Commission’s order in Ex 
Parte 162, Increased Railway Rates, Fares and Charges, 1946, 
regarding restoration of market relationships on grain and 
grain products, by imposition of a six-cent maximum, has been 
ordered received by the Commission. Replies are to be filed 
on or before September 8. 

Asserting that the 15 per cent increase on grain and grain 
products without a maximum in cents a hundred pounds would 
deprive the railroads of traffic amounting to 60,000,000 bushels 
a year from Washington, Oregon and northern Idaho to the 
east, south, southwest and midwest, the petitioners said 1920 
increases without maxima had resulted in loss of traffic to the 
railroads and of markets to the Pacific northwest producers 
and mailers. 

Citing the $13,000,000 annual revenue to the railroads, the 
petitioners said the carriers east of the Missouri River should 
join in an adjustment, observing that in 1922 a similar adjust- 
ment had been left to the western lines. 

The specific prayer of the petitioners was that “the Com- 
mission enforce its order by ordering the carriers to restore 
our market relationships by prescribing a maximum increase 
of 6 cents.” 

Appendices to the petition were made up of a petition for 
such an adjustment addressed to the railroads, and a recom- 
mendation of the standing rate committee of the Trans-Conti- 


. nental Freight Bureau that the petition be denied on the ground 


that the authorized increase was less than sought by the car- 
riers to meet rising costs. 

The petition filed with the Commission was on behalf of 
Washington Farm Bureau; Oregon Farm Bureau; Washington- 
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Idaho Wheat Growers League; Eastern Oregon Wheat League; 
North Pacific Millers’ Association; Department of Transporta- 
tion Washington, and Public Utilities Commissioner of Oregon. 


TEXTILE INCREASES OPPOSED 

The Georgia-Alabama Textile Traffic Association, Alabama 
Cotton Manufacturers Association, and Cotton Manufacturers 
Association of Georgia have asked the Commission to suspend 
certain items which they say propose to make drastic departures 
from present items that have been in effect a number of years, 
by eliminating a number of specific commodities and articles. 

“The result of the proposed elimination of these commodi- 
ties and articles,” say the protestants, “will be to drastically 
increase the rates and charges applicable thereon.” 

‘The protested schedules would eliminate from the present 
items commodities like “aprons, cotton,” ‘‘bibs, baby, made 
wholly of cotton,” and a dozen other commodity designations, 
according to the protestants. They identified the protested mat- 
ter as items 910-A and 930-A, supplement 3, Southern Motor 
Carriers Rate Conference, agent, MF-I. C. C. 419 (East-South 
Textile Products Tariff), and items 910-C and 930-C, supplement 
43, R. S. Cooper, agent, MF- I. C. C. 121, motor freight tariff 
28-B, effective September 5. 

On the commodities eliminated from present item numbers, 
said the protestants, the rates and ratings applicable thereto, 
would be increased up to the first-class rate or rating. 


castern Rails See Rate Divisions 
Based on Depression Conditions 


Official Territory railroads have filed two petitions and a 
brief with the Commission in No. 25390, Abilene & Southern 
Railway Co., et al., vs. Akron, Canton & Youngstown Railway 
Co., et al., and related proceedings, protesting the rate divi- 
sions prescribed in the proceedings. 

One petition asks for reopening of the proceedings for fur- 
ther hearing and argument, and for modification of outstand- 
ing orders. The other asks for leave to file that petition. 

Embraced proceedings were listed as follows: 


No. 25692, Abilene & Southern Railway Co. et al. vs. Akron, Canton 
& Youngstown et al.; Same, Sub. 1, A. C. & Y. et al. vs. A. & S. et al.; 
Same, Sub. 2, Chicago & North Western Railway Co. et al. vs. A. & S. 
et al.; No. 26429, Alabama & Vicksburg Railway Co. (Yazoo & Mis- 
sissippi Valley Railroad Co., lessee) et al. vs. A. & S. et al.; and No. 
26764, Santa Fe et al. vs. A. C. & Y. et al. 


The petitioners said they asked for reopening because time 
had proven conclusively that the divisions prescribed were 
unjust, unreasonable, inequitable and prejudicial to them and 
were unduly preferential of railroads in Southern, Southwest- 
ern, and Western Territories designated “complainants” by 
the Commission. 


In prescribing these divisions, said the petitioners, the Com- 
mission relied on a record that pertained almost entirely to 
the depression of the 1930’s. They said it was the eastern 
lines’ position that the record in the proceedings in no way 
reflected the true economic conditions in the country as a 
whole, or the financial condition of the respective groups 
of carriers that now existed or was likely to prevail in the 
foreseeable future. 

The petitioners asserted these was no substantial differ- 
ence in the cost of performing railroad service in the various 
territories in which the “complainants” and petitioners oper- 
ated and that the operating ratios of the respective groups of 
carriers demonstrated that the costs of the “complainants” 
were now below those incurred by the eastern lines. Payroll 
costs of the eastern lines, said the petitioners, were now pro- 
portionately greater than those of the “complainants” and the 
revenue needs of the respective groups of carriers, they said, 
did not warrant or justify the prescribed differences in divi- 
sional factors. 

Interterritorial rates representing combination of locals 
or proportionals and not published in specific amounts as joint 
through rates, said the petitioners, should be divided as made 
and the Commission should modify its outstanding orders so 
as to make the divisional factors prescribed therein inapplicable 
to such rates. 

They said that aside from the differences in the basic 
divisional factors, the prescribed basis of divisions as between 
the petitioners and “complainants” was unfair to the petitioners 
in several specific situations. They said: 


1. Rates on or below the Official Territory level or substantially 


that level should be divided by the use of equal prorating factors. 
2. Divisions received by intermediate southern carriers are grossly 
excessive, 
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3. The Commission is requested to prescribe divisions of rates 
applicable on traffic moving via the upper Mississippi River crossings. 

4. The eastern lines on westbound traffic should not be called upon 
to absorb the transfer charge of the Terminal Railroad of St. Louis 
in crossing the Mississippi River at East St. Louis-St. Louis. 


The instant divisions cases had always been of the utmost 
concern to the eastern carriers, said the petitioners, adding: 


As we have said, their financial well-being depends to a greater 
extent than that of any other group of carriers on the reasonableness 
of the divisions which they receive on interterritorial traffic: Their 
present financial plight obviously is due in part to the inadequate divi- 
sions which they are receiving. The sole power and responsibility to 
remedy the situation is in the Commission’s hands. 


The petitioners asked reopening of the proceedings to per- 
mit the record to be brought up to date. On the basis of the 
record thus enlarged, they said, the Commission should modify 
its outstanding orders in the proceedings so as to accord the 
eastern lines just, reasonable, and equitable divisions as re- 
quired by sections 1(4) and 15(6) of the act. 

The eastern railroads also said the existence of “these 
unfair divisions” had had unexpected repercussions among the 
regulatory bodies and shippers of northern states. They cited 
refusal of New York state following the interim decisions in 
Ex Parte 148 and 162, to authorize the increases to the same 
extent as provided by the Commission in those cases by reason 
of the existing divisions. The Public Service of Commission 
was in error in denying the increases, the railroads said, and 
that they quoted the New York state opinions to show “how 
these unfair divisions affect petitioner in a collateral and un- 
foreseen way.” 

Replies Due October 15 


By an order in No. 25390, and related proceedings, the 
Commission, by Commissioner Mahaffie, accepted and filed the 
eastern railroads’ petition for further hearing and argument 
and modification of its orders, and ruled that replies to the 
petition might be filed on or before October 15. 


Train Safety Order Modification 
Petitions Continue 


Further petitions for modification of or exceptions to the 
Commission’s order of June 17, in No. 29543, Appliances, Meth- 
ods, and Systems Intended to Promote Safety of Railroad Oper- 
a been received at the Commission (see Traffic World, 

ug. H 

On petition of Guy A. Thompson, trustee of the Missouri 
Pacific Railroad, et al., debtors, the Commission, in an order 
by Commissioner Patterson, has extended to September 16, 
the time for the filing of petitions for exceptions by that peti- 
tioner. The order said consideration had been given to peti- 
tions of Mr. Thompson as trustee for the M. P., the M. P. in 
Nebraska, the New Orleans, Texas & Mexico, the St. Louis, 
Brownsville & Mexico, and the International-Great Northern, 
debtors, for extension of time, or for modification of the order 
with respect to the petitioner, and to a reply thereto filed by 
the Railway Labor Executives’ Association. 

The order of June 17, required installation of automatic or 
manual block-signal systems on rail lines over which passenger 
trains operated at 60 or more miles an hour, or freight trains 
at 50 or more miles an hour, and automatic train-stop or 
train-control systems, or automatic cab signals, on lines over 
which trains operated at 80 or more miles an hour, subject to 
completion dates ranging from December 31, 1948, to Decem- 
ber 31, 1952. 

The Norfolk & Western Railway Co., by a petition in No. 
29543, asked the Commission to modify its order of June 17, in 
the proceeding, so as to permit operation on certain portions of 
its lines of trains at a speed not exceeding 90 miles an hour, 
without being required to install an automatic train-stop or 
train-control system or automatic continuously controlled cab- 
signal system. 

Affected portions of its lines, said the N. & W., would be 
between Columbus and Portsmouth, O.; Portsmouth, O., and 
Kenova, W. Va.; Spout Spring and Elam, Va.; and between a 
point 136 miles west of Norfolk, Va., and Norfolk. 


The N. & W. said that unless the requested modification 
were granted it must either (1) restrict the authorized speed 
of trains on the named portions of line below 80 miles an hour 
at a consequent sacrifice of operating efficiency and public serv- 
ice, or (2) equip probably 124 locomotives with one of the pre- 
scribed devices, at an estimated cost of $500,000 and a continu- 
ing annual maintenance expense of about $150,000. It said such 
expenditures did not appear to be justified because of the road’s 
“very favorable” accident record, its excellent track structure 
and maintenance, the adequacy of the present signal system to 
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permit high-speed operation, and other conditions. The money, 
it said, would be better spent for other safety projects. 


Medium-Speed Recommendation 


The Boston & Maine, Maine Central, and Portland Termi- 
nal Co. requested modification of the order to permit them to 
continue their definition of medium speed as a speed not ex- 
ceeding 30 miles an hour. The Commission’s definition of 
medium speed was a speed not exceeding one-half authorized 
speed, but not exceeding 30 miles an hour. The petitioners said 
they had many freight and passenger trains with authorized 
speed of less than 60 miles an hour, ranging from 30 to 50 miles 
an hour. They said: 


To require such trains to operate at one-half of such speeds where 
medium speed is required, would result in unnecessary delay. With 
the track good for 30 miles per hour and ample braking distance for 
30 m.p.h. under all conditions, it would be inconsistent as well as an 
operating hardship to restrict trains to 23, 22%, 20, 17% or 15 miles 
per hour at different locations or territories. It would also tend to 
confuse the engineers, whereas a uniform 30 miles-per-hour medium 
speed for all locations provides simplicity in operation. 


The Railway Labor Executives’ Association filed a reply to 
petitions for modification of the Commission order entered by 
the Union Pacific, Soo Line, B. & M. et al., Toledo, Peoria & 
Western, and others. The association said the named carriers 
sought modifications of the order as it applied to each of them 


in one or more respects, without a hearing and opportunity for | 


all parties of record to participate. The association added: 


This procedure is objected to and opposed by the Railway Labor 
Executives’ Association on the grounds that it is inconsistent with the 
Commission’s notice of hearing specifying the conditions under which 
an exception to, or modification of, the Commission’s order would be 
made, should an order of general application be entered following 
such hearing; and for the further reason that the ground urged in 
said respective petitions for modifications of the said order of June 17, 
1947, do not justify dispensing with hearings in the premises. 


Geneva Steel Case Procedure 


Chairman Aitchison of the Commission has issued a notice 
in I. and S. No. 5464, Iron and Steel, Utah to Pacific Coast 
Points, in which tariffs naming rates from the Geneva, Utah, 
area, to the Pacific Coast were permitted to go into effect but 
made the subject of an investigation, containing a tentative 
draft of a stipulation on procedure decided on by counsel at.a 
prehearing conference held at Denver, Colo., August 7. 

The notice includes a list of reports to the Commission to 
which that body and the parties may refer. It also says statis- 
tical matter appearing in named periodicals in the steel indus- 
try, and the statistical publications of the American Iron and 
Steel ‘Institute may also be referred to. 

Criticisms of the statement of the understanding reached 
at the prehearing conference are to be submitted in writing not 
later than September 5, with copies to other counsel who par- 
ticipated. 

Attached to the notice was a set of corrections, which the 
notice said were mostly typographical or due to pardonable 
misunderstanding, in the transcript of the prehearing con- 
ference. ; 


Seek Broadening of Issues 


The American Rolling Mill Co., and the Sheffield Steel 
Corporation have petitioned the Commission in I. and S. 5464, 
to broaden the issues in that proceeding to include all rates 
from Geneva to destinations in California, Oregon and Wash- 
ington located on the Southern Pacific or the Santa Fe. 

The petitioners said the respondent railroads—Denver & 
Rio Grande, Great Northern, Union Pacific and Western Pa- 
cific, had stated in oral argument before the Commission that 
the rates from Geneva to the Pacific Coast destinations now 
involved in the proceeding were predicated on the 26-cent intra- 
state rate from Los Angeles to San Francisco for a 515 mile 
haul with the maintenance of a 6-cent differential to Portland 
theretofore maintained “on a relationship basis.” 

‘Observing that the Southern Pacific and the Santa Fe 
were not parties to the investigation, the petitioners said the 
Commission should be informed, in passing on the lawfulness 
of the rates from Geneva to San Francisco, why those two 
railroads believed, “if they so contend,” that the 26-cent rate 
must be maintained in the future. They continued: 


Certainly the Commission should not tie its own hands with respect 
to an investigation into the lawfulness of the Geneva rate without 
having before it information from the Southern Pacific and the Santa Fe 
as to why they seek to maintain the 70-cent rate from Geneva to San 
Francisco and at the same time seek to retain the 26-cent rate from 


Fontana to San Francisco which the respondents contend justifies the 
48-cent rate from Geneva. 
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The petitioning steel companies said they were not asking 
a section 13 investigation into the lawfulness of the 26-cent 
rate. They were asking the Commission, they said, “to bring 
into issue only the rates from Geneva to Santa Fe and South- 
ern Pacific destinations so that the Commission will have be- 
fore it information which is apparently in the sole possession 
of the Santa Fe and Southern Pacific—why do you maintain 
the 26-cent rate in view of your refusal to join in the publica- 
tion of the rate from Geneva which has been allegedly pub- 
lished to meet the 26-cent rate?” 

They said an unlawful rate maintained by state authority 
was not evidence acceptable by this Commission to support 
interstate rates, referring to “Shreveport cases on down to 
date.” Moreover, they continued, there was substantial foun- 
dation for the assumption that the rail lines were not in accord 
on the reasons for the publication of reduced rates from Ge- 
neva. 

After reviewing statements of what they called “the prin- 
cipal speaker for the west coast” referring to the “entire project 
as conceived for the purpose of fostering the industrial devel- 
opment of the west,” the steel companies said it was incon- 
ceivable that the industrial development of the west could be 
— “without the Santa Fe and Southern Pacific Rail- 
roads. 

As they could not produce the evidence that was in the sole 
possession of the two railroads, the steel companies said, it 
was clear that a formal complaint by them would place “the 
burden of proof on the backs of the shippers who do not and 
cannot possess the necessary information to support their 
cause.” They continued by saying it was the Commission’s 
responsibility in investigations of this character “to ferret out 
all unlawfulness in situations such as that here present.” 


Amended Plan Proposes Independent 
Operation of G. F. & A. 


Independent operation of the Georgia, Florida & Alabama 
Railroad Co., apart from the Seaboard system, is contemplated 
under an amended plan of reorganization submitted on behalf 
of the carrier to the Commission by its president, W. H. B. 
Simpson, in Finance No. 14636, Georgia, Florida & Alabama 
Railroad Co. Reorganization. 

At the hearing on May 7, 1946, before the Commission, on 
the original plan of reorganization, the G. F. & A. stated, evi- 
dence was submitted which purported to show that future oper 
ation of debtor’s property as a part of the Seaboard system 
would result in annual operating deficit of approximately 
$180,000. Consequently, it said, the amended plan was sub- 
mitted contemplating independent operation of the debtor. 

“Debtor’s earnings in the past have been computed on the 
basis of the so-called Kennedy formula,” said the amended 
G. F. & A. plan. “This formula overstates the actual expenses 
and understates the actual revenues which should have accrued 
to debtor for the use of its facilities and line of railroad by the 
old Seaboard Air Line Railway Co. and its successor company. 
Consequently, earnings on such basis are not a true test of the 
potential value of this property for reorganization purposes. 
Debtor requests that it be permitted to operate as an independ- 
ent short line railroad in the future.” 

The amended plan- provides for total capitalization of 
$2,850,000, consisting of $1,750,000 of 4144 per cent income bonds 
due January 1, 1998, and $1,100,000 of no par value common 
stock (11,000 shares). It said the income bonds should be 
allocated par for par to the holders of debtor’s present first 
mortgage bonds; that the common stock, to the extent of 
$1,000,000 par value, should be issued par for par to holders 
of debtor’s present first preferred stock; and that the remain- 
ing $100,000 par value of common stock should be issued on 
a pro rated basis to the present holders of debtor’s second pre- 
ferred stock. No value is assigned to debtor’s present common 
stock. Annual fixed charges on the income bonds, stated to be 
the only fixed charges contemplated, would amount to I78,750. 
The 4% per cent income bonds are to be secured by a general 
mortgage constituting a first lien on all the property of the 
reorganized company. Holders of common stock, to be issued 
at $100 par value a share, would be entitled to one vote a 
share, according to the amended plan. It said no dividends 
“shall be declared, set apart for payment, or paid on the 
common stock for a period of five years from January 1, 1948, 
unless the 4% per cent income bonds outstanding have been 
reduced during such period to the amount of $1,000,000 and in 
no case shall more than one-half of the available net income 
allocable to the common stock be paid out in dividends to the 
holders of the common stock during said five-year period.” 

The amended plan said that in view of large holdings of 
the Seaboard Air Line Railroad Co. in the bonds of the debtor 
corporation, such company should be permitted to appoint oné 
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member to serve on the board of directors of the debtor, as 
long as that company is the owner of any of such bonds. 

The plan contemplates the use of funds held by the trustee, 
amounting currently to approximately $2,000,000, to purchase 
Diesel equipment, for operating expenses, reducing the out- 
standing 4% per cent income bonds, depending on the future 
operations and earnings of the property or other proper capital 
expenditures. 


Central States Motor Carriers 
Propose L. T. L. and A. Q. Increases 


Nearly 800 motor carriers have filed with the Commission 
a petition in support of special permission application No. 1146 
of Central States Motor Freight Bureau, Inc., which asks 
authority to depart from the terms of the order in I. and S. 
M-2726, Central Territory General Increases, and from the 
requirements of tariff circular MF No. 3, to the extent neces- 
sary to put in force, on not less than five days’ notice, to restore 
rate differentials, the following tariff changes: 


1. Issue a consecutively numbered supplement containing conversion 
tables of increased rates and the provisions applicable in connection 
therewith to each of the above mentioned tariffs, except MF-I. C. C. 
No. 164, for the purpose of adding to the presently effective conver- 
sion tables (columns) of increased rates to apply only on shipments 
subject to less than truckload (L. T. L.) or any quantity (A. Q.) 
ratings and weighing less than 5,000 pounds. Such supplements to 
cancel the special conversion table supplements of increased rates pres- 
ently in effect and issued under authority of special permission No. 
56238 dated March 14, 1947. 

2. The new increased rates referred to in paragraph 1 above are 
to be on the basis of the present rates in effect on shipments subject 
to less than truckload (L. T. L.) or any quantity (A. Q.) ratings and 
weighing 5,000 pounds or more, plus 20 cents per 100 pounds, observing 
the differential in effect on February 28, 1946, between the rates on 
such shipments weighing less than 5,000 pounds and on such shipments 
weighing 5,000 pounds or more as the maximum increase for the cor- 
responding proposed rates. 

3. Republish the tables of rates on pages 10 to 27, inclusive, of 
supplement No. 12 to tariff MF-I. C. C. No. 164 for the purpose of 
adding new increased rates to apply only on shipments subject to less 
than truckload (L. T. L.) or any quantity (A. Q.) ratings and weigh- 
ing less than 5,000 pounds. This publication to be made in a consecu- 
tively numbered supplement to tariff MC-I. C. C. No. 164 

4. The new increased rates referred to in paragraph 3 above are to 
be on the basis of the present rates in effect on shipments subject to 
less than truckload (L. T. L.) or any quantity (A. Q.) ratings and 
weighing 5,000 pounds or more, plus 20 cents per 100 pounds, observ- 
ing the differential in effect on March 18, 1946, between the rates on 
such shipments weighing less than 5,000 pounds and on such shipments 
weighing 5,000 pounds or more as the maximum increase for the cor- 
responding proposed rates. 


5. The new increased rates referred to above are to apply only via 
the varriers named in the petition which is a part of this application. 


In explanation of the special permission application, the 
carriers said, in part, that the “interim” basis of rates published 
under the earlier special permission resulted in no increases 
in the standard basis of rates on shipments weighing less than 
5,000 pounds except in a few instances, while some increases 
were gained on 1. t. 1. or any quantity shipments weighing 5,000 
pounds or more. This disproportionate adjustment, they said, 
coming about thrrough inclusion of the general emergency 
increase of 20 cents on shipments weighing less than 5,000 
pounds when the increase and minimum rate provision of the 
special permission were applied against rates in effect March 
17, 1942, lost to the carriers much of the potential benefit in 
the interim adjustment. They said that “it destroyed com- 
pletely the relationship between the rates on shipments weigh- 
ing under 5,000 pounds and on shipments weighing 5,000 pounds 
or more as had been established on and maintained since Feb- 
ruary 28, 1946, except for the shorter distances.” 


EE ESS CRETE Set 
NICKOLS WATER RIGHTS TRANSFER 


Authority to transfer back to the original owner, Henry J. 
Nickols, of Stockton, Calif., of the water carrier business of 
Nickols Transportation Co., purchased last May by a partner- 
ship composed of John A. Peterson, Ellen Peterson, Arthur 
Peterson and Lloyd W. Vivell, has been asked by the partner- 
ship in a supplemental application filed with the Commission 
in Finance No. 15471. 

The transfer request includes operating rights and prop- 
erties acquired by the partnership pursuant to the Commis- 
sion’s decisions and orders dated November 7, 1946, and March 
10, 1947, in Finance No. 15471, together with certain other 
properties mortgaged to Nickols under the term of the original 
transfer. The operating authority involved, according to the 
application, is that contained in the third amended certificate 
issued June 5 in W-522. 

The application said the partnership was in default in its 

. payments to Nickols under the terms of the previous transfer. 
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In consideration of the instant transfer, the application said 
Nickols would cancel “the note and mortgage given to him by 
the partnership” under terms of the previous transfer. An 
exhibit attached to the application showed that the Nickols 
Transportation Co., in the period January 1 to April 30, 1947, 
prior to the transfer to the partnership, operated at a profit of 
$4,057.27. The application said a profit and loss statement 
covering operations by the partnership from May 1 to July 31, 
1947, was not yet available, but would be forwarded to the 
Commission as soon as possible. However, an exhibit to the 
application showed that, as of August 1, when it was stated 
that the management of the properties were turned over to 
Nickols in order to protect his interest in the business of 
Nickols Transportation Co., assets totaled $123,469.07, consist- 
ing of $28,909.20 in cash on hand, $57,598.27 in accounts re- 
ceivable, and $88,800 in notes receivable. 


Additional Intercoastal “Interim” 
Increases Proposed 


The Gulf Intercoastal Conference, on behalf of Lucken- 
bach-Gulf Steamship Co. and Isthmian Steamship Co., operat- 
ing in the Gulf-intercoastal trade, has filed with the Commis- 
sion proposed increased rates on 45 commodities westbound 
and 25 commodities eastbound, on the understanding that rail- 
roads will file increases on those same commodities in the 
amount asked but not received in Ex Parte 162, Increased 
Freight Rates and Charges, 1946. They also filed increases on 
25 commodities involving rail-water and water-rail rates to 
interior points. 

The steamship lines said they were filing the proposed 
rates after conference with the railroads, as directed by the 
Commission in a notice of July 15 (see Traffic World, July 10, 
p. 167). Such a conference between the railroads~ and the 
shipping lines took place after the original request of the 
Maritime Commission for an investigation of water-competitive 
railroad rates and practices. The M. C. obtained a ruling from 
the Attorney General of the United States that, if the two 
types of carriers were directed by the Commission to confer 


about the level of the rates, there would be no violation of the 
antitrust laws. 


The proposals were filed in No. 29663, Transcontinental 
Rail Rates; No. 29664, Intercoastal Water Rates; and No. 
29708, All-Water, Water-Rail and Rail-Water Rates between 
Pacific Coast Ports and Interior Points. The rates proposed 
are for the so-called “interim” period, until further hearings 
and representations of the water carriers as to the level of rates 
they think necessary to insure profitable private operation. 
The Commission had previously approved filing of increases 
up to the full Ex Parte 162 level by the railroads, and the 
water carriers followed by filing rate increases in approxi- 
mately the same number of cents as the railroads, on the 
commodities involved in the earlier hearings. The proposals 
now filed cover additional commodities, to include which the 
Commission broadened the proceedings. 


The intercoastal carriers said they proposed filing an aver- 
age increase higher, in cents, than the increase proposed by the 
rails, adding that “this will further impair the competitive re- 
lationship of the water lines until such time as a fair rate 
relationship can be established.” They observed that “express” 
concurrence had not been obtained from connecting carriers in 
No. 29708 proposals, and that those carriers had been requested 
to indicate their concurrence directly to the Commission. The 
water carriers expressed the belief that the proposed rates 
were substantially below fair and reasonable maximum rates 
and that rate relationships resulting would be unfair to them. 
They looked to remedial action through further proceedings, 
they said, and asked for prompt action on the instant pro- 
posals. 

T. C. F. B. Proposal 


The Trans-Continental Freight Bureau has filed with the 
Commission a proposal to increase the rates on the commodi- 
ties shown in Appendix A-1 of the Commission’s order of July 
7, eastbound and westbound, to the extent sought in Ex Parte 
162, such increased rates to apply from transcontinental groups 
A to N, inclusive, to Pacific Coast territory indicated in current 
tariffs as rate bases 1, 2, and 3, and from Pacific Coast Terri- 
tory indicated as rate base 1 to transcontinental groups A to N, 
inclusive. 

The bureau said the proposal was made without prejudice 
to any increases that might be authorized by the Commission in 
Ex Parte 166. 

It said there would probably be instances where such rates 
should be further adjusted to or from the groups and that com- 
petition between shippers using transcontinental rail rates with 
those at intermediate points where rates were lower than pres- 


Aug 


ent 
of e 


and 


a C 
Con 
Atle 
on j 
trar 
agre 
r 

miss 
rep! 
betv 
tive: 
at ] 
The 
rate 
of J 
leve 
us ¢ 
this 
Kip 
in 1 
Dec 
Bur 
shor 
rate 


inte 
trar 
incr 
iten 
and 
her 
by 


hely 


inte 


nee 
dec 
the 
tha 
pre 
the 
tra 


eac 
are 
So 
for 


ken- 
rat- 
mis- 
ound 
rail- 
- the 
ased 
Ss on 
2s to 


y0sed 
y the 
y 10, 
1 the 
f the 
titive 
from 
» two 
onfer 
xf the 


1ental 
i No. 
tween 
yposed 
arings 
' rates 
sation. 
reases 
id the 
proxi- 
m the 
posals 
ch the 


1 aver- 
by the 
ive re- 
ir rate 
cpress” 
‘iers in 
juested 
n. The 
1 rates 
n rates 
» them. 
edings, 
nt pro- 


rith the 
mmodi- 
of July 
x Parte 
groups 
current 
t Terri- 
A to N, 


rejudice 
ission in 


ch rates 
iat com- 
tes with 
an pres- 


August 30, 1947 


ent and proposed transcontinental rates, as well as other factors 
of equal importance, must and would be considered. 

The bureau attached an 18-page exhibit showing present 
and proposed rates on the commodities involved. 


1. S. F. A. Ready to Increase Rates 


The Intercoastal Steamship Freight Association, following 
a conference with transcontinental railroads, has written the 
Commission to say the water carriers operating between the 
Atlantic and Pacific coasts are prepared to increase water rates 
on items corresponding to those covered by the proposal of the 
transcontinental rails, by approximately the same amounts as 
agreed to by the railroads. 

The association’s letter follows: 


Pursuant to the directive issued by the Interstate Commerce Com- 
mission on July 15 in dockets 29663 and 29664, the undersigned as 
representative of the respondent common carriers by water operating 
between the Atlantic and Pacific coasts has conferred with representa- 
tives of the transcontinental railroad respondents in an effort to arrive 
at proposals of adjustments of rates involved in these proceedings. 
The transcontinental railroads are willing at this time to increase the 
rates in the transcontinental rail items listed in the Commission’s order 
of July 7 in docket 29663 to the extent necessary to bring them to the 
level which they sought in Ex Parte 162. They have also informed 
us of their willingness to increase the rate on eastbound woodpulp at 
this time by 5 cents. Woodpulp is covered by item 6940 in Agent 
Kipp’s I. C. C. 1519 and Agent Kipp’s I. C. C. 1527. This item appears 
in the original order of the Commission in docket 29663, issued on 
December 12. We are informed that the Trans-Continental Freight 
Bureau is serving all interested parties this week with a statement 
showing present transcontinental rates on all those items and the 
rates they are willing to file thereon at this time. 

The intercoastal carriers are prepared to increase the rates in the 
intercoastal tariffs on items corresponding to those covered by the 
transcontinental proposals approximately the same amounts as the 
increases proposed by the transcontinental railroads at this time. Our 
item numbers, the present rate under which movement now takes place 
and the proposed rate, are listed in the appendix herto (not reproduced 
here). Other carload rates contained in these items would be increased 
by the same number of cents. 

Although the added revenue under these proposed increases would 
help appreciably in sustaining the greatly curtailed services the 


»intercoastal carriers are now operating, they fall far short of what is 


needed. However, proposals to the railroads for greater increases were 


declined, partly due, apparently, to the pendency of Ex Parte 166 and , 


the fear of confusing the issue in that proceeding. It follows obviously 
that the rates which we are now proposing must be considered without 
prejudice to the basic principles on which we have already outlined to 
the Commission in dockets 29663 and 29664 in connection with the 
transcontinental rate structure. 


A copy of this communication is being served today by mail upon 
each of the parties of record in dockets 29663 and 29664. Extra copies 
are being furnished the National Industrial Traffic League and the 
Southern Traffic League. We are prepared to defend the rates set 
forth in the appendix, and await your instructions. 


Revenue Freight Loading 


Revenue freight loading the week ended August 23 totaled 
900,895 cars, according to the Association of American Rail- 
roads. This was 6/10 of 1 per cent below the preceding week; 
1.8 per cent above the corresponding week last year, and 5.6 
per cent above the corresponding week in 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 58,016 cars, 5,004 below preced- 
ing week end 11,535 above corresponding 1946 week. 

Livestock, 12,135 cars, 413 above preceding week and 3,584 
below corresponding 1946 week. 

Coal, 177,377 cars, 2,836 above preceding week and 6,580 
below corresponding 1946 week. 

Coke, 14,039 cars, 121 above preceding week and 104 below 
corresponding 1946 week. 

Forest products, 49,276 cars, 780 above preceding week and 
2,967 below corresponding 1946 week. 

Ore, 78,127 cars, 4,625 below preceding week and 14,758 
above corresponding 1946 week. 

Merchandise, 1. c. 1., 115,514 cars, 254 above preceding week 
and 4,808 below corresponding 1946 week. 

Miscellaneous, 396,411 cars, 185 below preceding week and 
7,690 above corresponding 1946 week. 


Cumulative Freight Loading 


- 


1947 1946 1945 

Four Weeks of January....... 3,168,397 2,883,863 3,003,655 
Four Weeks of February...... 3,179,198 2,866,876 3,052,487 
Five Weeks of March......... 4,170,420 3,982,240 4,022,088 
Four Weeks of April.......... 3,232,947 2,604,049 3,377,335 
Five Weeks of May........... 4,376,122 - 3,242,821 4,294,351 
Four Weeks of June.......%.. 3,543,476 3,436,013 3,528,630 
Four Weeks of July........... 3,275,827 3,406,866 3,379,284 
Week OF Ameast Boo. cic cc ses. 921,591 $98,391 963,910 
Week of August 9............. 905,244 899,086 870,002 
Week of August 16............ 906,305 887,553 652,832 

DE. g MAURRAS aon caper 27,679,527 25,107,758 27,044,574 


609 


Freight Train Speeds Discussed 
in Kendall's Monthly Review 


“The car service division has been interested in calculating 
the extent to which an increase in freight train speeds could 
relieve the present car shortage,” says Warren C. Kendall, 
chairman, car service division, Association of American Rail- 
roads, in his monthly review of the national transportation 
situation dated August 20, after referring to the interchange of 
views on that subject by Robert R. Young and William T. 
Faricy (see Traffic World, Aug. 23, p. 521). 

“These studies,” continued Mr. Kendall, “show that an in- 
crease of 5 miles per hour, or 30 per cent, in average freight 
train speed for all Class I railroads—which is admittedly im- 
practical—would result in a saving of only 2.8 per cent in the 
average time required to handle a load of freight. The car 
days thus saved would be sufficient on the basis of present 
turn-around time to handle only 3,785 additional loads per 
calendar day, which is 16.1 per cent of the current daily freight 
car shortage.” 


General Situation 


ss In his review of the general situation, Chairman Kendall 
said: 


Total revenue carloadings: 26,773,222 in 32 weeks to August 9, 1947, 
an increase of 10.5% over similar period 1946 and not exceeded in any 
year since 1930. Average loading past four weeks 917,000 cars per week. 

Box cars: 11,741,743 loaded in first 32 weeks this year of which 
1,699,800 cars were grain and grain products, an all time record. 

Hoppers: Revenue coal loading first 32 weeks to August 9 was 
5,437,168 cars, an increase over corresponding period in either the past 
two years. 

Gondolas: Loadings 31 weeks to August 2, 1947, 4,239,370 cars; an 
increase of 18% over similar period last year. 

Car Service Rules: On July 1 the total of Home Cars on Home Rails 
pg <a ears or 39.7%, which compares with 621,008 cars on April 1, 
or -O7%o. 

Equipment: Installation of new freight cars in month of July, 1947, 
totaled 5,439 cars, but with the cars retired plus an increase of 3,944 
cars in need of repairs, the total of all serviceable cars on August 1, 


“1947, was 1,651,452, a decrease of 5,487 cars under July 1, 1947. 


Car Supply 


Demands for all classes of box cars continue extremely 
heavy and there is no prospect that the requirements will ease 
at least until the fall peak loading period has been passed,. 
according to the review. With respect to handling of the grain 
crop, Chairman Kendall said: 


Although harvesting of the grain crop in the Southwest is virtually 
completed, demands continue heavy in that territory for cars to load 
grain now in open storage. This, together with the advent of heavy 
grain loading in the Northwest and East Central regions as well as 
increasing requests for box cars to load other commodities in all 
sections of the country, necessitates continuation of close cooperation 
between shippers, receivers and railroads in prompt release and handling 
of cars so that requirements will continue to be met to the maximum 
extent possible. 2 

An analysis of grain loading in the Southwest territory indicates 
that during June and July there were 195,073 cars of bulk grain loaded, 
an increase of 41.5% over the number loaded in the same two months 
of 1946. 

The handling of the record winter wheat crop in the Southwest 
was aided materially by the cooperation of the grain trade in maintain- 
ing office forces on Sundays and holidays in each of the terminals for 
the purpose of processing grain samples and grades received from 
state inspection agencies. This resulted in substantially reducing the 
large bank of cars on hold tracks on weekends and stepped up the 
unloading at mills and elevators. Grain interests in the Northwest 
and East Central regions have also agreed to give serious consideration 
to adopting a similar plan prior to the peak loading in their districts. 

The success of this year’s movement from the Southwest is attested 
to by the fact grain people agree that mills and elevators are, and 
have been since shortly after the start of loading, handling the maxi- 
mum volume of grain which can be absorbed currently. 

There was a total of 11,741,473 box cars loaded on all roads during 
the first 32 weeks of this year, an increase of 33,207 or 0.3% above the 
corresponding period in 1946. Grain and grain products loaded during 
the first 32 weeks of 1947 totaled 1,699,800 cars. This breaks all records 
for grain and grain products loading and is 193,169 cars or 12.8% 
higher than the number loaded during the same period last year. The 
total ownership of serviceable box bars as of July 15 was 694,998, a 
decrease of 4,275 cars as compared with July 15, 1946. 


Other Types of Equipment 


The supply of ventilated box cars is more than adequate 
to transport the balance of the watermelon production in the 
southeast, according to the review. 


Abnormally hot weather has resulted in excessive demands 
for stock cars to protect livestock loading and the supply is 
very tight, particularly in the southwest into which territory 
the car service division has directed the movement of single 
deck stock cars from the southeast where they have been used 
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-* nag the supply of ventilated box cars for watermelon 
oading. 

“Although there is little doubt that the supply will be 
stringent during the peak of the movement off western ranges, 
it is anticipated that requirements will be satisfactorily met 
provided marketing of stock does not entail long hauls beyond 
the normal marketing centers,” said Chairman Kendall. 

Falling off of production in the automotive field is noted 
with the comment that the supply of automobile cars has been 
sufficient to meet the requirements of the industry for the 
loading of set up vehicles and parts and in addition, auto 
cars are being currently used for miscellaneous loading to the 
maximum extent practicable in order to bolster the supply of 
box cars for general use. 

It is ngted that coal production since the miners returned 
to work after vacation has not been as high as prevailed prior 
to the work suspension but the comment is that this is not, 
however, entirely due to car.shortage because as many cars 
were reported short when revenue coal loading was in excess 
of 190,000 carloads per week as now when it ranges around 
180,000 weekly. 

The gondola supply is reported as exceptionally tight gen- 
erally. Demands for flat cars in several sections, notably the 
Central West and the Pacific Northwest, are in excess of cur- 
rent supply. The supply of covered hoppers is not equal to 
demand, it is stated, because of the increasing number of 
shippers and consignees ordering this type of equipment for 
bulk shipments, requiring weather protection. 


No Recéssion in Open Top Loading 


“There are no indications of any recession in loadings re- 
quiring open top cars but on the contrary, there is every prospect 
for still heavier demands,” said Mr. Kendall. “Shippers, con- 
signees and railroads have a joint interest in maintaining a 
satisfactory car supply and this can only be accomplished by 
continual vigilance to prevent any unavoidable delay to equip- 
ment, either in loading, movement or unloading. The coopera- 
tion of all concerned is solicited to make this program effec- 
tive.” 

Perishable loading continues heavy, according to the 
review which says that, nationally, the car supply has been 
satisfactory in the past month except for some spot shortages 
in California and Arizona, but is becoming tighter principally 
due to the cool weather and rains causing some of the crops 
to mature later than normal. 


Exports to Mexico 
On this. subject the review said: 


Attention is again directed to the restrictions adopted by the Mex- 
ican government in connection with the importation of various commodi- 
ties effective July 11. Shippers are advised to definitely ascertain 
whether the commodities they intend to ship into Mexico require any 
special license or other authorization from the Mexican government, 
before they are offered for shipment. Where there is any doubt the 
matter should be handled with consignees to ascertain from the National 
Committee for the Control of Importations, Mexico City, D. F., as to 
their status as importers and what steps may be necessary in order 
to clear shipments they wish to receive from this country. 

These restrictions are in addition to those covered by Car Service 
Division embargo 400 which applies, irrespective of any other restric- 
tions, against carload shipments intended for destinations on or via 


the National Railways of Mexico, and which must be covered by 
proper permit. 


Turn Around and Detention 


The average turn around time for the month of July was 
14.21 days as against 13.20 in June, 13.40 in May and 14.60 in 
April. 

Weekly checks indicate an average detention of freight 
cars over the free time in July amounting to 15.63 per cent 


which covers 77,328 cars excessively detained out of 494,686 cars ~ 


in possession of receivers when checks were made. This com- 
pared with 17.24 for July, 1946, and 15.48 in June, 1947. 


RAIL PASSENGER STATISTICS 


Passenger revenues, other than commutation, of Class I 
steam railways, exclusive of switching and terminal companies, 
totaled $45,672,835 in coaches and $26,437,749 in parlor and 
sleeping cars for May, 1947, as compared with coach revenues of 
$49,014,630 and parlor and sleeping car revenues of $38,399,227 
for May, 1946, decreases of 6.8 and 31.2 per cent, according to 
a compilation by the Commission’s Bureau of Transport Eco- 
nomics and Statistics of passenger traffic statistics, other than 
commutation, statement M-250. 

For the five months ended with May, 1947, passenger rev- 
enues amounted to $204,746,749 in coaches and $140,346,043 in 
parlor and sleeping cars as against coach revenues of $301,875,- 
419 and parlor and sleeping car revenues of $237,679,232 for 
the like 1946 period, decreases of 32.2 and 41 per cent. 

Revenue passengers carried for May, 1947, totaled 27,760,- 
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178 in coaches and 2,362,557 in parlor and sleeping cars, as 
compared with 28,741,691 in coaches and 3,414,862 in parlor and 
sleeping cars for May, 1946. For the five months ended with 
May, 1947, revenue passengers carried totaled 131,760,933 in 
coaches and 13,157,948 in parlor and sleeping cars, as against 
170,601,192 in coaches and 21,125,812 in parlor and sleeping cars 
for the like 1946 period. 


FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 2,424 
freight cars and an average daily shortage of 31,881 freight 
cars for the week ended August 16, according to the car service 
division of the Association of American Railroads. 

The surplus was. made up as follows: Plain box, 0; auto 
box, 159; flat 21; gondola, 0; hopper, 1; stock, 339; refrigerator, 
1,653; and miscellaneous cars, 251. 

The shortage was made up as follows: Plain box, 16,055; 
auto box, 16; flat, 553; gondola, 5,821; hopper, 9,119; stock, 
135; refrigerator, 0; and miscellaneous cars, 182. 


Railroads Report 118,117 New 
Freight Cars on Order 


All railroads and private carlines had 118,117 new freight 
cars on order on August 1, according to the Association of 
American Railroads. The number on order on July 1, 1947, 
was 109,117, it said, adding: 


Of the total number, Class I railroads and railroad-owned private- 
controlled refrigerator companies on August 1, 1947, had 102,998 new 
freight cars on order, compared with 49,078 on August 1, 1946 and 
102,634 on July 1, 1947. 

New freight cars on order by Class I railroads on August 1 this 
year were as follows: 40,386 hoppers including 2,836 covered hoppers, 
6,355 gondolas, 1,093 flat, 9,016 refrigerator, 50 stock, 282 miscellaneous 
freight cars and 45,816 box including 42,035 plain and ventilated and 
3,781 automobile box cars. 

Of the total number of new freight cars which Class I railroads 
had on order on August 1, 23,654 will be built in railroad shops and 
78,344 in outside shops. 

Class I railroads also had 815 locomotives on order on August 1,. 
this year, compared with 604 on the same day in 1946. The number 
on order on August 1, 1947, included 29 steam, four electric and 782 


* Diesel locomotives compared with 76 steam, six electric and 522 Diesel 


one year ago. 

Class I railroads put 26,174 new freight cars in service in the first 
seven. months of 1947, of which 5,439 were installed in July. New 
freight cars put in service in the seven months of 1946 totaled 21,568. 
Those installed in the seven months period this year were as follows: 
6,961 hopper including 1,009 covered hoppers, 2,252 gondolas, 1,985 re- 
frigerator, 454 flat, 500 stock, 137 miscellaneous freight cars and 


13,885 box cars, which included 11,376 plain and ventilated and 2,509 
automobile. 


They also put 482 new locomotives in service in the first seven 
months of 1947 of which 63 were steam, two electric and 417 Diesel. 


New locomotives installed in the same period last year totaled 233 of 
which 66 were steam and 167 were Diesel. 


Class I,railroads in the first seven months of 1947 retired 32,191 
freight cars of which number 6,273 were retired in the month of July. 
In the same seven months period of 1946 there were 33,047 retired. 


Revenue Ton-Miles in June, 1947, 
Slightly Above Year Ago 


The volume of freight traffic handled by Class I railroads 
in July, 1947, was one-tenth of one per cent above the volume 
in July, 1946, the Association of American Railroads has an- 
nounced. July, 1947, traffic amounted to 52,000,000,000 revenue 
ton-miles, according to estimates based on reports just received 

y the association from Class I carriers, compared with 
51,926,468,000 revenue ton-miles in July, 1946. 

The following table summarizes revenue ton-miles for the 

first seven months of 1947 and 1946: 


Per cent 

1947 1946 increase 
ORL ERE Oe Ly. 53,294,374,000 48,225,789,000 10.5 
i i aE Se rn 48, 485,909,000 45,080,780,000 7.6 
I ira: sD enc Sta S ask ipa 56,148,921,000 52,393,533,000 7.2 
ec Rg ne ae fetes Serre: 50,693,767,000 37,407,551,000 35.5 
BEE ons Saito ecuebe ba xeee 56,125,538,000 39,462,227,000 42.2 
MID asa bie S acwuiooncie oa pa a52,900,000,000 49,783,762,000 6.3 
| UIA are emrr te ire rs! b52,000,000,000 51,926,468,000 0.1 
Total seven months... .369,643,958,000 324,254,784,000 14.0 


a. Revised estimate. b. Preliminary estimate. 


HANDLING ACETIC ANHYDRIDE 


The Manufacturing Chemists’.Association has announced 
the publication of Chemical Safety Data Sheet SD-15 on acetic 
anhydride, the fiftenth in the series of chemical product safety 
manuals being prepared by them. Copies may be obtained at 
20 cents each from the association, 608 Woodward Building, 
Washington 5, D. C. 
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Non-Operating Railroad Wage 
Dispute Arbitration Proceedings 


Rebuttal testimony concluded, board ready to hear 
summation arguments of unions and railroads. Rail 
witnesses say that passenger business is declining, 
that 20-cent hourly increase would wipe out operating 
income, that retroactive increase would be disastrous. 
Faricy urges that any pay raises be made “prospec- 
tive.” Burchmore testifies for N. I. T. Leaguese says 
wage increase will mean still further rate increase 


The railroad industry should be permitted to earn a return 
of six per cent on its investment if the job which lies ahead of 
it is to be done, Gustav Metzman, of New York City, president 
of the New York Central System, told the six-man arbitration 
board hearing the dispute between the 17 non-operating rail- 
road unions and the nation’s railroads over the unions’ demand 
for a 20-cent wage increase (see Traffic World, August 23). 
Testifying August 20 at the Blackstone Hotel, Chicago, Mr. 
Metzman directed attention to “the curious anomaly” of one 
governmental agency, the Commission, recently ordering the 
railroads to spend millions of their own money to promote 
railway safety, and another government agency, the Civil Aero- 
nautics Authority, urging the expenditure of millions of the 
taxpayers’ money to promote safety in the air.” , 

Citing his own railroad as an example of the deficit opera- 
tions prevailing on many carriers, the witness said that in 1946 
the N. Y. C. not only paid no dividends but suffered a net 
deficit of $10,449,268 on the year’s operations, despite an all- 
time peak of peace-time traffic. 


Passenger Business Declining 


E. E. Norris, of Washington, D. C., president of the South- 
ern Railway System, told the board that one of the primary 
factors to be considered in appraising the railroad future is the 
declining trend in rail passenger traffic. “Southern Railway 
passenger business for the first five months of 1947 is about 50 
per cent less than for the same period last year,” he said, “and 
our estimate for the year is that our passenger revenue for 
1947 will be $20,000,000 as against $33,000,000 last year, or a 
decline of 40 per cent.” 


Wage Boost Would Erase Income 

Dr. J. H. Parmelee, of Washington, D. C., vice-president 
of the Association of American Railroads, estimated the rail- 
roads’ net railway operating income for 1947 at $750,000,000 
which, he said, is a return of only 3.3 per cent on net invest- 
ment. 

Net income for 1947 after fixed and other charges was 
estimated by the witness at $425,000,000. The 20-cent increase, 
if granted, would increase the railroad’s labor costs $566,000,000 
annually. 

Dr. Parmelee said that the pending petition before the 
Commission to increase freight rates an average of 16 per cent 
was designed “merely to close the existing $1,200,000,000 gap 
between increased costs and increased revenues from higher 
fares and freight rates. If present operating costs of the rail- 
roads are further increased,” he asserted, “it will be necessary 
for the railroads to again petition the Commission for further 
relief,” 

Resuming the stand August 21, Dr. Parmelee said that 
rail employes have fared far better than railroad investors 
since 1929. In that year, he said, the average rail worker earned 
$1,744 and the average rail investor enjoyed a return of 5.24 
per cent on his investment. But in 1946 the average earnings 
of employes was $3,068, a gain of 76 per cent, while the in- 
vestors’ return dropped to 2.75 per cent, a loss of 47.5 per cent. 


Budd Sees Lower Freight Traffic 


“My greatest concern about the future of America’s trans- 
portation is whether the railroads will be able to continue the 
extensive replacement and betterment program that is vital to 
them and to the country,” Ralph Budd, president of the Burling- 
ton Lines, told the arbitration board, August 22. “A further 
increase in rail wages would be harmful to the industry, to its 
employes, and to the public,” he said. 

Mr. Budd said that the permanency of the present high 
level of traffic is a very important question. “Record-breaking 
crops and large export movements are two contributors to the 
heavy railroad traffic that cannot be expected to continue at 
their present high levels,” he stated. 

Asserting that the most basic and spectacular railroad im- 
provements—diesel locomotion and the use of new alloys in car 
construction—date from 1933, the Burlington officer said that 
“the railroad situation at present is about as different as it 
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could be from that which prevailed in 1933. Then there was 
serious lack of traffic and an acknowledged surplus of capacity 
for transportation. Now there is a large volume of traffic and 
some shortage of freight cars,” adding: 


Since the war only a small part of the expenditures that should be 
made for new tools and equipment in order to bring the railroad plant 
up to the highest standard, has been made. There is the need to build 
100,000 cars a year at an annual cost of $400,000,000; the placing of 


about 2,000,00 tons of new rail; and the installation of signalling and 
communication equipment. 


If the railroad industry is to remain under private owner- 
ship and operation it must be permitted to earn enough money 
to pay fair dividends and attract new capital, to enable it not 
only to keep tracks, structures and rolling stock in first class 
condition, but also to continue the modernization program which 
was started shortly after the First World War. 

“This cannot be done,” concluded Mr. Budd, “if railroad 
wages are too high in relation to railroad revenue or too high 
in relation to total-operating expense.” 


“Retroactive Increase Disastrous” 


P. J. Neff, of St. Louis, chief executive officer, Missouri 
Pacific Lines, followed Mr. Budd on the stand, to assert that 
“a further increase in our operating costs, such as would be 
brought about by this proposed $566,000,000 wage increase, 
would necessarily seriously cripple the industry, and such an 
increase, if made retroactive, would be disastrous.” 

Mr. Neff told the board that the M. P. is still in bankruptcy, 
and that with the exception of the war years, income has been 
insufficient to pay interest obligations. “There is presently in 
default interest totalling $208,149,517, also matured bonds in 
default in the principal amout of $11,072,100.” 

The witness said that industry has offered considerable re- 
sistance to the pending application to the Commission for in- 
creased rates, and has told the railroads “it will violently oppose 
the granting of additional rate increases to offset any further 
increase in wages to labor because it merely continues the 
vicious spiral which this country has been in since the war 
started.” 

J. B. Hill, president of the Louisville & Nashville Railroad, 
testifying to the same effect, told the board that in the 26-year 
period from 1921 to 1946, the number of L. & N. employes de- 
clined from 46,131 to 33,249, but that the total wage bill rose 


- from $72,598,787 to $97,446,048. 


William White, of New York City, president of the Dela- 
ware, Lackawanna & Western Railraod, took exception to the 
practice of making wage increases retroactive. He proposed 
that any wage increase be made effective only when the rail- 
roads are able to secure additional revenues under authorization 
of the Commission. 

“Perhaps the employes wouldn’t like this, but they must 
take the bitter with the sweet,” he said. “We are a regulated 
industry performing a public service and whatever disadvantage 
results therefrom must be a condition of employment. The own- 
ers can’t suffer all the disadvantages and the employes none.” 

The witness said that experience indicates that the time- 
lag resulting when the railroads ask the Commission for author- 
ity to increase rates is from six to eight months. 


Testimony of John Burchmore 


The high point of the August 23 session was the testimony 
of John S. Burchmore, of Chicago, counsel for the National 
Industrial Traffic League, who was called to the stand as a 
carrier witness by Edwin H. Burgess, general counsel for the 
railroads. 

Mr. Burchmore said that the league has taken no interest 
in labor matters since the first railway labor board started 
functioning about 25 years ago. “In my opinion, the shippers 
have an interest in the outcome of the issues before this board,” 
stated the witness, adding that by action of the executive board, 
ratified overwhelmingly by a mail vote of the membership, 
the league officers were instructed to appear and set forth the 
views of shippers on the matter of wage increases and on the 
matter of “what we call ‘feather-bedding’ rules.” 

The witness continued: 


If wages are increased substantially so that the operating expenses 
are increased substantially, and if the revenue to cover that increase 
has to be obtained, it means a freight rate increase. 

The position of the shippers in part is that the traffic and the 
shipping business will not stand further substantial general increases; 
that further substantial general increases of rates will not increase 
the revenues appreciably because the limit has been reached of what 
the traffic will bear; that the results would be adverse to the shipping 
public in many ways, in that the ability of the railroads to finance 
needed improvements and to conduct the highest type of transportation 
would be impaired, and because their financial position could not be 
maintained. 


Mr. Burchmore said that in Ex Parte 148-162, the N. L. T, 
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League supported the railroads in a very real sense by saying 
that the paramount necessity of the country was efficient and 
sufficient transportation in general, and in particular a well- 
conducted and well-sustained system of railroads, and that in 
that proceeding the league said that, temporarily speaking, the 
traffic would stand such a general increase. 

The witness said that the league executive committee held 
a special meeting to discuss the July 3, 1947, petition of the 
railroads seeking a general rate increase, and reached the con- 
clusion that, “while we still emphasize the paramount need 
of an efficient system of railroad transportation, yet the point 
has been reached where, in the first place, the progressive per- 
centage increases necessarily result in so great a dislocation 
of the rate structure that the individual industries and the 
industrial localities can’t stand it. For instance, perhaps Chi- 
cago or Milwaukee has been shipping a certain market and pay- 
ing five cents over St. Louis. Well, these percentage increases 
has increased that difference to eight cents or ten cents. Where- 
as the shippers of Chicago or Milwaukee could stand the five 
cents, they cannot stand the ten—the result being that they 
will relocate their plants, shift their traffic, with the result 
that if the rates go up, the revenue will not be there. 


Ex Parte 166 a “Rate Case” 


“We said that this Ex Parte 166 now pending is not a rev- 
enue case, but in a very large sense has become a rate case 
where the shippers must necessarily battle to protect their 
interests, and necessarily the results will be disastrous, if the 
increase becomes effective, on many shippers. 

“Second, that the peak has been reached as to so many 
commodities in so many places, as to what the traffic will bear,” 
that the shift from railroad to truck, or by relocating plants, 
or by using waterways and other modes of transportation, will 
become a landslide. 

Mr. Burchmore said that the Ex Parte 166 increases were 
being sought only on costs, including wage levels, of June 30, 
1947, ‘‘and there is a plan intimation in there, which the league 
does not especially relish, that if there are further increases in 
wage levels and in the cost of materials, that there will have 
to be further increases in rates. We just think that any further 
increases over and above Ex Parte 166 would be disastrous.” 


Lester P. Schoene, general counsel for the unions, in cross- 
examining Mr. Burchmore suggested that it would be more 


appropriate for the league to speak to its coal association mem- - 


bers about the disastrous effect that increases in railroad rates 
would have if they raised the price of coal, than to come into 
a labor procedure and try to tell the board “of the disastrous 
effects it would have on you shippers to raise the wages of rail- 
roadmen.” 


Colloquy with Chairman 


In the course of a long colloquy with Chairman Leiserson, 
Mr. Burchmore said: 


We shippers regret that you and other bodies like you deal with 
labor problems in a vacuum, if I may say so. ‘“‘Let’s pretend we don’t 
know anything about freight rates, let’s pretend we don’t give a hoot 
what the freight rates are, we are going to fix the wages.’’ Then along 
comes the Commission and talks about freight rates, and the wages 
have gone up, the increased operating expenses have been experienced, 
and we shippers have to get up and say to the Commission: ‘‘You, 
in fixing the freight rates, ought to bear in mind that notwithstanding 


what has been done with regard to wages, we can’t pay any more 
freight.”’ 


As Mr. Burchmore ended his testimony, the chairman 
stated that “my general obseravtion about your appearance 
here is that it seems to me that when the steel companies, whom 
you represent, and the coal companies, Whom you represent, and 
other people that give supplies to the railroads—and you are a 
national organization with influence—announce, ‘We are going 
to raise prices to the railroads,’ that you would do a good deal 
better by putting the pressure of your organization on those 
people not to raise their prices and not to be so proud of their 
profits, and it would relieve the situation for boards of this 


kind. If prices didn’t go up we wouldnt’ have such pressure for- 


wage increases.” 


Says Rail Employment Attractive 


There is a bright future in the railroad industry for men 
and women who are willing to work hard and devote themselves 
to duty, L. W. Horning, of New York City, vice-president, New 
York Central System, told the arbitration board August 23. 
Mr. Horning said there are more than 25,000 executive, division, 
general and staff officer positions in the railroad industry to 
which the men in the ranks may aspire. Rail workers enjoy 
many advantages in addition to an average weekly railroad 
income of $59.30 that ranks near the top in American industry, 
he said—such as a liberal retirement system, universal applica- 
tion of a highly developed seniority system, and the fact they 
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are given free transportation for themselves and dependents. 
“That men and women find railroad employment attractive,” 
the witness concluded, ‘‘is evidenced by the fact that during the 
four-week period ended July 26, 1947, a partial survey reveals 
that there were 141,072 applicants for 71,810 available positions 
on Class I railroads.” ; 


Testimony of Faricy 


William T. Faricy, president of the Association of American 
Railroads, took the stand August 25 to urge that, in the event 
the board awards rail employes a pay raise, the effective date 
be “prospective” rather than retroactive. Whereas in a manu- 
facturing enterprise, wage increases can be, and are, reflected in 
immediate price increases, asserted Mr. Faricy, the railroads are 
— Ts to set their own prices and must often wait months for 
relief. 

“Last year’s damaging blow of retroactive wage increases 
long before any rate relief could be obtained was softened as 
to some railroads by the then existing carry-back provision of 
the excess profits tax law,” he stated. “We do not have that 
carry-back any longer. This time if there is to be any wage 
increase before a corresponding and compensatory rate increase 
can be made effective, the railroad treasuries will have to stand 
the cost. They are in no shape to do it.” 

Mr. Faricy said that non-operating rail employes “have 
been very well treated and are ahead of the game right now in 
their wage scales,” adding: 


In the 1941 case the board held that 9 cents an hour was a fair 
adjustment, but after rejection of the report by the employes and 
intervention by the President of the United States, the employes got 
10 cents. In 1943, after the board said 8 cents, they got 9 cents 
through a series of maneuvers made to rationalize the settlement with 
the stabilization orders then in effect. oSme of the epmloyes got 10 
and 11 cents. 


Last year, concluded the witness, the employes now before 
the board picked up 2.5 cents additional because, after an arbi- 
tration board had held that 16 cents an hour was a fair increase, 
the unions immediately served new notices ‘and got on the 
bandwagon for 2.5 cents more at the time of the settlement of 
the Whitney-Johnson strike.” 


Arguments Begin August 28 


The 17 non-operating railroad unions on August 26 con- 
cluded their rebuttal testimony, and Chairman Leiserson an- 
nounced that summation arguments in the proceeding would 
begin the morning of August 28, with Mr. Schoene appearing 
first. 

W. M. Homer, a labor rebuttal witness, presented an 
exhibit, ‘‘“Railway Financial Statistics, 1920-1947,” which, he 
said, indicated the cash position of the railroads today was the 
best since 1920, that current assets were higher, and the ratio 
of current liabilities to current assets lower, than at any period 
since 1920. Under cross-examination by Mr. Burgess, the wit- 
ness acknowledged that the rail operating ratio for the first six 
months of 1947 was the highest since 1922. 

George E. Leighty, president, Order of Railroad Telegraph- 
ers, testified that station agents do not receive express com- 
missions as large as those indicated earlier by Mr. Horning, 
and that even with such commissions, the monthly income of 
station agents seldom averaged above $300. He said that ex- 
press commissions were taken into consideration when railroad 
salaries were fixed. ‘The handling of express business is one 
of which a number of our men would like to be relieved, and 
as soon as these proceedings are over, we are starting on a 
national express movement to correct some of the conditions 
that our men are bitterly complaining about,” said the witness. 

Eli Oliver, union economist, testified that public utility 
workers in general have more liberal sick leave arrangements, 
vacations, insurance, hospitalization, and safer working condi- 
tions than do railroad employes. “The overtime provisions in 
the railroad industry are the worst of any big industry in 
America. They are far worse than the prevailing standard, and 
far worse than in any other public utility,” he said. 

Mr. Oliver said that originally the grievance machinery on 
the railroads, providing for ultimate arbitration, “was about the 
best grievance machinery of any big industry in the country, 
but the stress now has become very much on the word ‘ulti- 
mate.’ There is very great difficulty in getting speedy handling 
through that machinery. Typically now in the big American 
industries, grievances can be arbitrated more quickly and on 
the ground than is true in the railroad industry.” 

Under cross-examination he acknowledged that the present 
grievance machinery on the railroads was adopted at the insist- 
ence of railroad labor and over the opposition of the railroad 
industry. 

Materials Prices Rise Sharply 


The carriers, at the request of the chairman, filed a state- 
ment of the index of prices of materials, supplies and fuel fur- 
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nished the railroad. With May, 1933, prices equaling 100, the 


statement showed that materials prices have risen very sharply ' 


recently, as follows: 
December, 1940 
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RAIL LABOR DISPUTE REPORTS 


The White House has announced that the President has 
received reports from emergency boards appointed to investi- 
gate and report on disputes between the Terminal Railroad As- 
sociation of St. Louis and employes represented by the Brother- 
hood of Railway and Steamship Clerks, and between the River 
Terminal, an industrial railroad controlled by Republic Steel, 
and employes represented by the Brotherhood of Railroad 
Trainmen. 

The Terminal Railroad Association dispute involved two 
working rules, one involving the method of payment for Sunday 
work and for service of less than 8 hours by employes called to 
perform service on assigned rest days, Sundays and holidays. 
The board recommended continuation of the present rule which 
it said was a standard rule in effect on all terminals and rail- 
roads but recommended elimination of a note appended to the 
rule which excepted empolyes in the baggage and mail handling 
departments from certain provisions. The board recommended 
approval of an employe rule with some changes with respect 
to overtime pay for work on rest days, Sundays and holidays. 

In the River Terminal case the board said that an agree- 
ment had been reached whereby a wage “premium” of 6% cents 
an hour is to be paid and demands for changes in certain rules 
would be held in abeyance pending the outcome of the general 
demands for changes in rules. 


RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, reported total compensation for May, 1947, of $353,- 
447,816 and a total of 1,365,497 employes as-of the middle of 
the month, according to a compilation of wage statistics of those 
roads, statement M-300, prepared by the Commission’s Bureau 
of Transport Economics and Statistics. 

The employment was an increase of 58,683 or 4.49 per cent, 
over the number reported for May, 1946. The total number of 
hours paid for was 7.46 per cent more and the total compensa- 
tion was 11.75 per cent more in May, 1947, than in May, 1946. 
A comparison of the number of employes who received pay in 
the month with the total hours paid for, showed 204 hours an 
employe in May, 1947, and 194 hours in May, 1946. Employes 
paid on an hourly basis in May, 1947, received pay for 16,196,- 
354 hours of overtime, which was 6.31 per cent of the straight 
time paid for. The corresponding percentage for May, 1946, 
was 6.43. 

Compensation for ‘“‘time paid for but not worked” for May, 
1947, was reported as follows: Executives, officials, and staff 
assistants, $78,695; professional, clerical and general, daily 
basis, $309,079, hourly basis, $2,755,592; maintenance of way 
and structures, daily basis, $18,500, hourly basis, $1,295,121; 
maintenance of equipment and stores, daily basis, $125,610, 
hourly basis, $3,599,094; transportation (other than train, en- 
gine, and yard), daily basis, $98,839, hourly basis, $1,066,914; 
and transportation (yardmasters, switch tenders, and hostlers), 
daily basis, $105,885, hourly basis, $120,787. 

In the train and engine service, compensation for May, 1947, 
was reported as follows: Straight time actually worked, $67,- 
957,455; straight time paid for, $82,668,190; overtime paid for, 
$8, 029, 074: constructive allowances, $5, ‘426, 735; total, $96,123,- 
999. Miles actually run totaled 499, 328, 603 and miles paid for 
but not run totaled 61,150,816. 


MARITIME STRIKE THREAT FADES 


The threat of a nationwide shipping tieup had receded by 
the beginning of this week. The strike against the Isthmian 
Steamship Company by the A. F. of L.’s Seafarers Interna- 
tional Union was settled, with both sides claiming victory, and 
the “wildcat” strike of New York longshoremen, which de- 
layed the sailing of the liner America, had been called off. 
However, there were new threats from the west coast, and 
threatened defiance of the Taft-Hartley act by a number of 
maritime unions still clouded the picture. 

__ In the Isthmian strike, the union had demanded union 
hiring halls and rotary shipping, common conditions in mari- 
time contracts. The settlement finally reached gives prefer- 
ence of employment to members of the union in good standing. 
The union hailed the agreement as “a complete victory,” but 
Walter M. Wells, president of Isthmian, noted that “the con- 


613 


tract contains no provision for a closed shop, and has a definite 
prohibition against strikes and lockouts.” The new contract 
will continue for one year, and has provisions for renewal for 
further periods. It provides wages, hours, overtime, and vaca- 
tions on approximately the same basis as is standard in the 
maritime industry. 





RAIL SALARIES ABOVE $75,000 
Secretary of the Treasury Snyder has made public, in ac- 
cordance with a provision of the Internal Revenue Code, a list 
of individuals receiving from corporations compensation for 
personal services in excess of $75,000 for the calendar year 1945 
and other periods in which the following appears: 


Year Other com- 
ended Salary pensation 
The Pennsylvania Railroad Company 
ay ey ee ee oe 12-31-45 $110,000* $ 785 
Union Pacific Railroad Company 
and affiliated companies 
PAOTG We WE vce c ea Seedesce 12-31-45 75,000 3,875 
Oe, WS Biss ik ie cc cete dest 12-31-45 75,000 210 


*Because of restrictions imposed by federal regulations, actually 
paid at the rate of $110,000 per annum although the salary is $125,000. 


Asked for an explanation of the footnote about Mr. 
Clement’s salary, a spokesman for the Treasury Department 
said that statement was reported by the taxpayer and that the 
department had no explanation. 


Federal Taxes on Fares and Charges 
Yield in Excess of Half a Billion 


In the fiscal year ended June 30, 1947, the Bureau of In- 
ternal Revenue collected $519,704,362.20 in taxes on the charges 
collected by carriers for the transportation of persons and 
property, according to the bureau. 

On amounts paid for the transportation of property the 
tax yielded $275,701,414.68 as against $220,121,449.98 for the 
fiscal year ended June 30, 1946. On amounts paid for the trans- 

portation of persons the tax yielded $244,002,947.52 as against 
$226, 749,801.48 for the fiscal year ended June 30, 1946. 

For the month of July, 1947, the tax on transportation of 
property yielded $26,873,135.75 as against $21,850,191.06 in July, 
1946, while the tax on transportation of persons yielded $25,- 
‘ties 264. 81 as against $20,421,122.70 in July, 1946. 

The federal gasoline tax yielded $433,675,867.82 in the 
fiscal year ended June 30, 1947, as against $405, 694,550.72 in 
the same period ending June 30, 1946. For July the total was 
$38,581,556.03 as against $36,622,309.61 in July last year. 

The tax on transportation of oil by pipeline yielded $16,- 
988,166.23 in the fiscal year ended June 30, 1947, as against 
$14,823,531.91 in the preceding fiscal year. For July the total 
was $1,349,429.74 as against $1,392,506.34 in July last year. 


AMERICAN FREIGHT CARS IN CANADA 


Director Johnson, of the Office of Defense Transportation, 
said, August 26, that the excess balance of American freight 
cars of all types held in Canada was ‘‘down to 6,100.” 


On August 14, the Association of American Railroads, at 
the request of the O. D. T., embargoed coal shipments to Can- 
ada via the government owned Canadian National Railways or 
destined to points on those lines. At that time the balance of 
American Freight cars in Canada was in excess of 8,500, and 
the O. D. T. asked that it be reduced to 8,000. The embargo 
was removed August 19, at which time the O. D. T. said it was 
felt the embargo was accomplishing its purpose—the return of 
American freight cars. 


GEN. ATTERBURY TRANSPORTATION POST 


The General Atterbury Transportation Post, American 
Legion, will reconvene September 8 in the Belvedere Hotel, New 
York City. The post is planning to select an outstanding trans- 
portation man each year from greater New York and present 
him with a suitable engraved scroll in recognition of his ability 
and contribution toward the betterment of the transportation 
profession. 


CHANGES IN DOCKET 


Hearing in Fourth Section Application 15534, assigned for August 
27, at Washington, D. C., was postponed to a date to be fixed. 

Hearing in MC 75840, Sub. 79, assigned for August 25, at Birming- 
ham, Ala., was postponed to Augst 29, at Thomas Jefferson Hotel, 
Birmingham, Ala., before Examiner Yardley. 

Hearing in MC 102616, Sub. 370, assigned for August 28, at Wash- 
ington, D. C., was postponed to September 8 at Washington, D. C., 
before Jt. Bd. 315. 
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Scheduled Air Express Service 
Enters Twenty-first Year 


The Air Transport Association of America notes that sched- 
uled air express service “will literally become of age Septem- 
ber 1, entering its twenty-first year of consecutive common 


coneeat service over the domestic routes of certificated air- 
ines.” 


_ “Airlines comprising the first air express network of 4,541 
miles of routes in 1927 were Colonial Air Transport, Inc., oper- 
ating between Boston and New York; National Air Transport, 
Inc., whose run touched New York, Chicago and Dallas; Boeing 
Air Transport, Inc., between Chicago and San Francisco, and 
Western Air Express Corp., between Salt Lake City and Los 
Angeles,” it said, adding: 


During 1928 five other airlines entered the air express field, ex- 
tending the then unique service over an additional 3,209 miles of air- 
ways. These newcomers were Pacific Air Transport, operating between 
Los Angeles and Seattle; Northwest Airways, between Chicago and 
Minneapolis; Embry-Riddle Co., between Chicago and Cincinnati; Clif- 
ford Ball Air Lines between Cleveland and Pittsburgh, and Robertson 
Airchaft Corp., between Chicago and St. Louis. 

In the ensuing years more than 40 other airlines joined the air 
express parade, a majority of which, through consolidations and other- 
wise, formed the backbone of present-day certificated carriers currently 
——" to transport air cargo over nearly 120,000 miles of domestic 
routes, 

Of the original ‘‘express horsemen,’’ Boeing, National and Pacific 
in 1934 merged with United Air Lines Transport Corp., forerunner of 
United Air Lines, Inc., Clifford Ball joined with Pennsylvania Air Lines, 
nee Capital Airlines as it is known today and Western Air Express 
changed its name some years later to Western Air Lines, Inc., and 
Northwest Airways to Northwest Airlines, Inc. Other consolidations 
= took place during this period among airlines entering the picture 
ater. 

Among the scheduled airlines which are at present engaged in flying 
air express are All American Aviation, American, Braniff, Capital— 
(PCA), Challenger, Chicago & Southern, Colonial, Continental, Delta, 
Eastern, Empire, Florida, Inland, Mid-Continent, Monarch, National, 


Northeast, Northwest, Pioneer, Southwest, Transcontinental & Western, 
United and Western, 


Increase in Express Traffic 


_. “Today—on the eve of its 20th anniversary—the weight of 
airborne express flown in a single day by the 25 major domes- 
tic airlines now engaged in express operations will far exceed 
the total of 143,518 pounds of air express handled by the par- 
ticipating carriers throughout 1932, first year in which pound- 
oes were made available,” said the airline organization, 
adding: 

This tremendous gain in weight is based only on the total of 
53,795,582 pounds of air express transported in 1946. It does not take 
into account the approximate 25 per cent increase noted during the 
first six months of this year when the volume of traffic reached even 
higher peaks. ... 

As a result of the reduction of air mail rates from 10 cents for a 
half ounce to a full ounce in 1928, much of the long-haul air express 
traffic was immediately diverted to air mail. The lower air mail rates, 
together with unfavorable economic conditions arising from the 1929 
depression, slowed down the progress of air express for the next 
couple of years. 

After a fluctuation of both air express and mail rates, during which 
several airlines were in direct competition, express fees were finally 
stabilized in 1934 by the adoption of a uniform rate formula. From that 
date on express rates have shown a pronounced downward trend, hav- 
ing been dropped more than 25 per cent by the scheduled airlines 
since 1943, 

Weight of Parcels 


Further indication of the growing popularity of air express is borne 
out by the fact that the 3,189,996 shipments handled last year was 187 
times that of the 17,006 packages flown in 1928, first full year of ex- 
press operations. During the past 15 years the average weight per 
parcel has nearly tripled, increasing from 5.87 to 16.91 pounds in 1946. 

However, the top average weight of 19.89 pounds for parcels was 
reached during the height of World War II, when air express facilities 
of all scheduled airlines were used consistently to expedite the flow of 
materials and equipment. Under a priority system set up, goods ear- 
marked for warfare use rated top preference. 


It was at this stage that the economic feasibilities of air freight 
service were implanted on a permanent level. In addition to handling 
record-breaking amounts of air express, certificated airlines began 
flying entire planeloads of war goods to battle fronts under military 
contracts and otherwise. 

This has opened an entirely new operations field to peacetime 
scheduled air transportation, which in pre-war years was forced to 
rely on passengers, mail and express for revenue, although many air- 
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lines were already experimenting with planeloads of commodities at 
greatly reduced rates as long before Pearl Harbor as 1931. 
Air Freight Gains 
Gaining the rapid favor of the shipping industry since the end of 


war, air freight on a common carrier basis bids to supplant express 
in the near future. 

With the experience of air express to draw from, plus the advent 
of ‘‘flying boxcars’’ and steadily dropping rates, the scheduled airlines 
are transporting more ton miles of airborne freight than express— 
flying every article imaginable from heavy machinery and parts to 
perishable foodstuff and wearing apparel in bulk quantities. 

So despite the promising record shown by the growth of air ex- 
press in its 20-year history, scheduled airline officials are quick to 
point out that air freight, inaugurated on a coordinated basis 19 years 
and 11 months to the day after air express was launched, has already 
outdated express. 

To this end, 17 of the certificated airlines have recently presented 
complete plans to the Civil Aeronautics Board for handling the entire 
development of air cargo traffic on their own initiative, opening a new 
era in the transport of airborne commodities on a scale far greater 
than that of air express in 1927. 


New Organization Formed 
by Local Airlines 


New impetus has been given the development of local air- 
line service by the formation of a Council of Local Service 
Airlines, according to announcement made by Joseph Garside, 
chairman of the new organization, who is president of Wiggins 
Airways, Inc., of Norwood (Boston), Mass. 

The council superseded the original Feeder Airline Associa- 
tion and in its choice of name sought to emphasize the function 
of these carriers as regional units, rather than simply funnels 
to trunk lines, said he. The members are: 


Challenger Airlines Co., Salt Lake City, Utah; Empire Air Lines, 
Ine., Boise, Idaho; Florida Airways, Inc., Orlando, Fla.; Monarch 
Air Lines, Inc., Denver, Colo.; Parks Air Transport, Inc., East St. 
Louis, Ill.; Piedmont Aviation, Inc., Winston-Salem, N. C.; Southern 
Airways Co., Birmingham, Ala.; Southwest Airways Co., Los Angeles, 
Calif.; Trans-Texas Airways, Houston, Texas; Wiggins Airways, Inc., 
Norwood, Mass.; Wisconsin Central Airlines, Clintonville, Wis.; Cen- 


tral Airlines, Oklahoma City, Okla., and Iowa Airplane Co., Inc., Des 
Moines, Iowa. 


Three regional vice chairmen have been elected: Gwin 
Hicks, vice-president in charge of traffic and public relations, 
Empire Air Lines, western region; Oliver Parks, president of 
Parks Air Transport, central region; Joseph L. Dyer, president 
of Florida Airways, eastern region. Thomas Davis, president 
of Piedmont Aviation, was named secretary-treasurer. A legal 
advisory committee will be named consisting of one lawyer from 
each member airline, in most cases its Washington attorney, 
it is stated. 

“The council is entirely separate from the Air Transport 
Association of America, although already nine of the local lines 
are members of the Association and there will be close co- 
operation between the two groups and no duplication of ac- 
tivity,” said Mr. Garside. ‘A. T. A. recently formed a committee 
to assist in the operational problems of the local lines. James 
G. Ray, president of Southwest Airways and of the disbanded 
Feeder Airline Association, is chairman and the members are: 
H. R. Bazley, All American; D. G. Hendrickson, Empire; M. D. 
Holman, Florida; J. M. Lewis, Monarch; H. B. Seifert, Pioneer; 
Joseph Garside, Wiggins.” 

The transition from the old association: to the council was 
explained by President Ray of the former as follows: 


The basic purpose for which the Feeder Airline Association was 
established in 1944 to promote establishment of a national network of 
feeder lines having been generally accomplished through certification 
to date of 16 feeder carriers, the association has been disbanded and 
its functions transferred to two new organizations: the Council of 
Local Service Airlines and the A. T. A. committee. The A. T. A. is 
better equipped to handle the multiple problems of the local scheduled 
lines now they are in operation, since F. A. A. was not set up for this 
purpose. The new council will handle certain specific matters such as 
overall national local service line policies and public relations. Progress 
of the regional companies in recent months holds out great prospects 
for the future, particularly in view of the teamplay in evidence among 
the trunk and the local scheduled airlines. 


T. W. A.-DELTA EQUIPMENT INTERCHANGE 


Approval by the Civil Aeronautics Board, pursuant to sec- 
tions 412 and 408 of the civil aeronautics act, of an agreement 
between Transcontinental & Western Air, Inc., and Delta Air 
Lines, Inc., relating to the interchange of equipment at Cin- 
cinnati, O., designed to permit the. transportation of persons, 
property, and mail between Detroit and points south of Cin- 
cinnati on the Delta system without the necessity of changing 
planes at Cincinnati, has been. recommended by Examiner 
Herbert K Bryan, of the C. A. B., in a proposed report in docket 
No. 2346, Transcontinental & Western Air, Inc.—Delta Air 
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Lines, Inc., Interchange Agreement, subject to provision re- 
garding costs of replacement of parts. 

The examiner said the board should find that the agree- 
ment was not adverse to or inconsistent with the public interest 
or in violation of the provisions of the act, and would not 
result in creating a monopoly. 


Florida Seeks No. 1 Aerial 
Highway from Washington 


Albert G. Brick, president of the Florida State Society, 
in a telegram to the Civil Aeronautics Administration, has 
charged the C. A. A. with “rank favoritism” in recently desig- 
nating, as “Skyway No. 1,” an aerial traffic route, now under 
survey, between Washington, D. C., and Los Angeles, Calif., for 
private and non-scheduled contact flying. 

The survey is being conducted in planes carrying repre- 
sentatives of the C. A. A., the Washington Board of Trade and 
the Chamber of Commerce of “os Angeles with a view to ob- 
taining a concentration of airmarkers along the skyway so it 
will be adequately marked for use by the average private flier. 
The C. A. A. said two forty-mile paths of the skyway routes 
between Washington and Los Angeles were to be literally 
dotted with airmarkers, and the survey flights were to pick 
conspicious locations for them. It said the proposed markers 
would be in conformity with C. A. A. standard specifications, 
with letters at least 10 feet high spelling out the name of the 
town or city in which the airport was located, and added that 
a circle with an arrow pointer would indicate the nearest good 
airport. 

The Florida State Society’s president also directed his ob- 
jection to the attention of the Miami, Jacksonville and Tampa 
Chambers of Commerce and to Florida members of Congress. 

Asserting that Highway No. 1 had drawn millions of visi- 
tors annually to Florida, he said he was astounded to find 
Washington and Los Angeles were now proposing that Skyway 
No. 1 run between those cities, and added: 


Will Miami and cities along Route No. 1 perm't Los Angeles to 
steal Skyway No. 1. Only vigorous and immediate protest to T. P. 
Wright, Administrator of Civil Aeronautics, will prevent designation of 
Skyway No. 1 between Washington and Los Angeles. No work has 
yet been done in marking this skyway—the first skyway marked should 
get the designation. Stop this rank favoritism. 


In reply, the C. A. A. said: 


We are delighted to find that Florida is interested in marking an 
aerial highway from Washington—or any other place-—to the land of 
sunshine. We are in favor and we will cooperate. 

We certainly do not intend to play favorites in this matter of 
putting in air markers. The skyway—whatever its number—that gets 
the most air markers along its route will be our pride and joy and 
will certainly be the favorite of the private flier. 

Our aim is to help the private flier. We know that air markers 
help him. Whether he likes to fly to or from Florida or California, 
he needs air markers. We welcome anybody and-everybody who will 
help us advance this worthy cause. 


C. A. B. Approves Western Route 
Sale, Landis Dissents 


With Chairman Landis dissenting, the Civil Aeronautics 
Board, by an opinion and. order issued in No. 2839, Western- 
United, Acquisition of Air Carrier Property, has approved the 
transfer of the property and business of route No. 68 running 
from Los Angeles, Calif., to Denver, Colo., from Western Air- 
lines to United Air Lines in consideration of a payment by 
United of $3,750,000. The transfer is effective 21 days from 
August 25. 

Of the total purchase price, $1,000,000 has already been 
advanced to Western, leaving $2,750,000 remaining to be paid, 
according to the majority opinion. 

In approving the transaction, the board conditioned its ap- 
proval on the requirement that United should “immediately” 
charge to its surplus account the difference between the total 
purchase price and the original cost to Western of all property 
transferred both tangible and intangible less depreciation on 
the books of Western at the time of transfer. It also conditioned 
the transfer on a restriction prohibiting United from engaging in 
local air transportation between Los Angeles, Calif., and Las 
Vegas, Nev. The opinion, in part, stated: 


The board will, in the future as it has in the past, scrutinize with 
care the prices agreed upon in such transfers to be certain that they 
are not unreasonable in terms of sound commercial values, and that 
they will not have a detrimental effect upon the air carriers involved 
or in any other way adversely affect the public interest. Our’ estab- 
lished policy to exclude from rates any element of intangible value 
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which may appear in the prices agreed upon any such transactions and 
our determination to disapprove transactions involving excessive and 


unreasonable prices are certain to act as deterrents to the negotiation 
of such prices. 


Chairman Landis dissented on the ground that no payment 
should be allowed in excess of the cost to United of the tangible 
property transferred. In his 44-page expression, six pages less 
than the majority opinion, he said it was with some regret that 
he came to the conclusion that the transaction must be dis- 
approved unless the parties agreed to reduce the price some 
$1,500,000 or whatever would be necessary to reflect investment 
in route 68. 

“I cannot under the guise of the theories advanced agree 
to permit the parties to traffic in air certificates,” said he. 
“There is, as Congress has stated, no private proprietary right 
in air transportation that can be made the subject of barter and 
sale—the subject of an additional claim against the public.” 

Apart from the price, Chairman Landis said the transaction 
seemed to him to be in the public interest. 


PERMIT ISSUED TO BRAZILIAN AIR LINE 


The Civil Aeronautics Board, in docket No. 2868, Empresa 
de Transportes Aerovias Brasil, S. A., Foreign Air Carrier Per- 
mit, has issued a foreign air carrier permit to the applicant, a 
Brazilian company, authorizing transportation of persons, prop- 
erty and mail between the United States and Brazil and co- 
terminal points of Miami, Fla., and New Orleans, La., via the 
intermediate points of Paramaribo, Dutch Guiana, Georgetown, 
British Guiana, Port of Spain, Trinidad, Caracas, Venezuela, and 
Ciudad Trujillo, Dominican Republic, Camaguey and Havana, 
Cuba. The permit was approved by the President. It does not 
authorize carriage of the involved traffic which originates in 
the United States and terminates in Cuba or which originates in 
Cuba and terminates in the United States. 


ALL AMERICAN-DUPONT INTERLOCKING 


Examiner Charles J. Frederick, of the Civil Aeronautics 
Board, in a proposed report in No. 2497, A. Felix duPont, Jr.— 
All American Aviation, Inc., has recommended that the board 
approve the holding by A. Felix duPont, Jr. of the position of 
member of the board of directors of All American Aviation, 
Inc., while holding the position of member of the board of 
directors of Piasecki Helicopter Corporation in person or by 
nominee. The examiner said if there was any potential conflict 
of interest between the two companies, it appared to be so 
remote as to be outweighed by “the advantage accruing to 
the science of aviation.” 


SPECIAL CIVIL AIR REGULATION 


The Civil Aeronautics Board has promulgated the follow- 
ing special civil air regulation, effective from August 21, 1947, 
to August 31, 1948, authorizing the issuance and modification 
of air carrier operating certificates, where safety will not be 
adversely affected, for air carriers holding temporary certifi- 
cates of public convenience and necessity who are unable to 
meet all the requirements the civil air regulations presently 
applicable to scheduled carriers by reason of the aircraft or 
equipment used, the navigational facilities available on the 
routes flown, and the types of services offered: 


An air carrier operating certificate, or amendments thereto, may 
be issued by the administrator to an air carrier holding a temporary 
certificate of public convenience and necessity, issued by the board, 
authorizing such carrier to engage in scheduled air carrier operations 
which do not fully meet the certification and operation requirements 
of Parts 40 and 61 of the Civil Air Regulations, if the administrator 
finds that any of such requirements can be omitted or modified without 
adversely affecting safety. Such omissions or modifications, when ap- 
proved by the administrator, shall be listed in the air carrier operating 
certificate, and the administrator shall promptly notify the board of 


the omissions or modifications approved by him and the reasons 
therefor. 


The board said the regulation was necessary to enable such 
air carriers to operate and continue operation where safety 
was not adversely affected. 


Cc. A. B. ON AIR CONFERENCES RESOLUTIONS 


The Civil Aeronautics Board has announced disapproval of 
portions of two resolutions adopted by the fourth and fifth 
meetings of the European Traffic Conference of the Interna- 
tional Air Transport Association. It did not act on other resolu- 
tions and required revision of some. 

At the C. A. B. it was said disapproval had the effect of 
relieving American flag carriers participating in agreements 
C. A. B. No. 1026 R1-90, and C. A. B. No. 1027, R1-12, from 
observing the items objected to by the C. A. B 


As to one resolution dealing with fare adjustments, the 
C. A. B. objected to any limitation on the right of international 
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air carriers to adjust their fares to meet competitive fares 
quoted by air carriers operating within the countries served 
by such international air carriers. 

It also rejected a proposed limitation on the duration of 
stopover privileges for international travelers to any period 
shorter than the period of validity of the ticket held. 

A number of resolutions were approved by the C. A. B. 

U. S. members of the agreements are American Overseas 
Airlines, Inc.; Pan American Airway, Inc.; and Transconti- 
nental & Western Air, Inc. 


AIR SERVICE APPLICATIONS 


The following new applications. for air rights and services 
have been filed with the Civil Aeronautics Board: 


No. 3090, Edward Ware Tabor, dba Trans-Atlantic Airways, New 
York, N. Y., for an exemption order authorizing all-expense tours 
between Miami, Fla., and points in the Caribbean area. 

No. 3091, City and Chamber of Commerce of Mitchell, S. D., for 
amendment of the certificate of Mid-Continent Air Lines for route No. 
26 between Kansas City, Mo., and Minneapolis-St. Paul, Minn., so as 
to include Mitchell, S. D., as an intermediate point. 

No. 3092, Aerlinte Eireann Teoranta, Dublin, Ireland, for a foreign 
air carrier permit authorizing scheduled transportation of persons, 


property and mail between Ireland and New York and Chicago, via 
intermediate points. 


No. 3093, American Air Export & Import Co., Miami Springs, Fla., 
for a temporary exemption order authorizing all-expense tours to the 
Caribbean area, requested in docket No. 3050. 

No. 3094, Continental Air Lines, Inc., Denver, Colo., for extension 
of its existing route 29 beyond Wichita Falls, Tex., to the ‘‘new’’ ter- 
minal point Dallas, Tex. 


No. 3095, Continental Air Lines, Inc., Denver, Colo., for extension 


of its existing route 29 beyond San Angelo, Tex., or Hobbs, N. M., to 
‘“new’’ terminal point Dallas, Tex. 


C. A. A. ASSISTANT FOR AERONAUTICAL CHARTS 


Appointment of John D. Kay of the Coast and Geodetic 
Survey to the position of assistant to the administrator for 
aeronautical charts, has been announced by T. P. Wright, Ad- 
ministrator of Civil Aeronautics. In his new position Mr. Kay 
will retain his long time connections with the Coast and Ge- 
odetic Survey by acting also as assistant to the director of that 
Agency for Aeronautical Charts. 

Mr. Kay’s new duties will- include liaison with the Coast 
and Geodetic Survey on all matters pertaining to aeronautical 
charts as well as supervise development work in aids and meth- 
ods of navigation by means of advanced techniques in the use 
of charts. He will also be responsible for advising the Admin- 
istrator and all interested government agencies and private 
groups on aeronautical chart matters. 


UNITED AIR LINE CARGOLINERS 


Regular overnight cargoliner flights by United Air Lines 
between New York and Los Angeles effective September 1 will 
provide the fastest coast-to-coast all-cargo service ever operated 
by a scheduled air carrier, according to Harold Crary, United 
vice-president—traffic and sales. United’s four-engined cargo- 
liners will carry up to 18,000 pounds of air freight on the new 
13% hour schedule, Mr. Crary said. They will be fully or par- 
tially refrigerated, equipped with oversize loading doors, port- 
able winch and special tiedown facilities, said Mr. Crary. 


AMERICAN AIRLINES IN CENTRAL AMERICA 


American Airlines has announced it is now represented in 
Central America by TACA, Latin-American airline, through a 
recent agreement providing for exchange of both passenger 
and cargo traffic. The agreement would provide connecting 
service for American to Central and South American points 
south of Mexico City, it said. 


NEW TRAILMOBILE PLANT IN MISSOURI 


Wade T. Childress, president of the Trailmobile Company, 
Cincinnati, Ohio, has announced that his company has acquired 
the tank trailer division of the Hutchens Metal Products Co. 
of Springfield, Mo., and that production facilities of the newly- 
acquired plant will be devoted exclusively to the manufacture 
of Trailmobile’s new type tank trailers. For the past year the 
Hutchens Co. was engaged in building tank trailers exclusively 
to Trailmobile specifications, Mr. Childress said. The new Trail- 
mobile plant will be managed by Frank A. Beyer, formerly 
plant manager for Hutchens. 


P. R. A. SECONDARY ROADS DIVISION 


Appointment of A. C. Leonard, of Rochester, Minn., as chief 
of the secondary roads division of the Public Roads Admin- 
istration, effective September 1, was announced by Thomas H. 
MacDonald, Commissioner of the Public Roads Administration, 
Federal Works Agency. 


A native of Watertown, S. D., Mr. Leonard has served 
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during the past 19 years as highway engineer for Olmsted 
County, Minn. For five years prior to 1928 he was employed 
as assistant engineer in the Minnesota State Highway Depart- 
ment at St. Paul. He received his degree in civil engineering 
from the University of Minnesota in 1923. 

Mr. Leonard will have staff responsibility for activities 
connected with the federal-aid secondary road program, under 
the general supervision of Public Roads Deputy Commissioner 
H. E. Hilts, whose office has performed these duties in the past. 

Development of the secondary road program by the federal- 
aid highway act of 1944 and the increasing need for better 
farm-to-market roads had made it necessary to establish a 
special division in the Public Roads Administration’s depart- 


ment of design to handle this work, Commissioner MacDonald 
said. 


A. U. Highway Transportation 
Institute Announced 


“To meet the needs of young men and women who wish 
to grow into executive positions in the various fields of high- 
way transportation, the Second Annual Highway Transporta- 
tion Institute will be offered from October 28 through Novem- 
ber 25, 1947, by The American University in cooperation with 
Public Roads Administration, Office of Domestic Commerce, 
Department of Commerce, American Association of Motor Ve- 
hicle Administrators, American Association of State Highway 
Officials, American Automobile Association, American Truck- 
ing Associations, Automotive Safety Foundation, National As- 
sociation of Motor Bus Operators, National Council of Private 
Truck Owners, and National Highway Users Conference,” says 
the university, adding: 


The Institute has been planned on similar lines as other transpor- 
tation institutes which were organized successfully by the University, 
particularly the first Highway Transportation Institute, conducted in 
November of 1946. Directed by Professor L. M. Homberger, the full-day 
curriculum will present an over-all view of the nation’s highway and 
general transportation systems, and will broaden the student’s under- 
standing by relating the activities of individual departments in the 
industries to a pattern of efficient transportation service. The faculty 
will be composed of outstanding representatives of government agencies 
and national organizations in highway transportation as well as of 
bus and truck line executives and other experts in motor transportation. 


Scope of Courses 


The program includes a general section consisting of courses cover- 
ing the overall highway and motor transportation issues with emphasis 
on safety problems in addition to a coordinating course on basic prob- 
lems in transportation (November 4 to November 18). Moreover, there 
will be a special section on passenger transportation (October 28 to 


November 3) and one on freight transportation (November 19 to 
November 25). 


Field studies of bus and truck transportation facilities, visits to 
government and other agencies, and showing of films will augment the 
classroom work. 


At a series of evening events the students will meet nationally 
known guests and will hear addresses by Arthur C. Butler, director, 
National Highway Users Conference, Brigadier General Philip B. 
Fleming, administrator, Federal Work Agency, Pyke Johnson, presi- 
dent, Automotive Safety Foundation, A. W. Koehler, manager, National 
Association of Motor Bus Operators, and Ted V. Rodgers, president, 
American Trucking Associations. 


Students for the Institute may be selected by their agencies. 
Others may apply for admission by submitting information about their 
educational background or their practical experience. No specific pre- 
vious education is required, and there is no age limit. The university 


will issue a certificate to each student successfully completing the 
course. 


Registration will be accepted for the whole Institute or for the 
general section and one of the special sections. The tuition will be 
$125 or $100, respectively, and veterans may participate under the pro- 
visions of Public Law 346. 


Applications for admission and requests for information may be 
sent to Dr. L. M. Homberger, The American University, School of 
Social Sciences and Public Affairs, 1901 F Street, Northwest, Washing- 
ton 6, D. C. The last registration day will be October 23, 1947. 


The following organizations were represented by the students of 
the 1947 Institute: American Automobile Association, Washington, 
D. C.; Associated Truck Lines, Inc., Grand Rapids, Michigan; Auclair, 
W. M., Transportation, Inc., Manchester, N. H.; Blue Ridge Lines, 
Hagerstown, Maryland; Church, H. B., Truck Service Company, Boston, 
Mass.; Consolidated Bus Lines, Clifton, New Jersey; Egyptian Gov- 
ernment-Roads and Bridges Department; Flying Eagle Whiteway 
Lines, West Englewood, New Jersey; Fowler, R. D., Motor Lines, Inc., 
High Point, North Carolina; Greyhound Corporation, Chicago, Illinois; 
Hemingway Bros., Interstate Trucking Company, New Bedford, Mass.; 
McFarland & Stample Trucking Company, Hamden, Conn.; Millstone 
Bus Line, Inc., Manville, New Jersey; Motor Transport Company, Mil- 
waukee, Wisconsin; National Commission on Safety Education of the 
National Education Association, Washington, D. C.; Ridge Bus Lines, 
McKeesport, Penn.; Robert’s Express, Inc., Manchester, N. H.; Story’s 
Express Co., Inc., Cleveland, Ohio; ‘Transit Bus Sales, Cleveland, Ohio, 
and Virginia Stage Lines, Inc., Charlottesville, Va. 
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Rail Report on Highway Transport 
Says Highway Users Are Subsidized 


Fair share of highway costs not paid by motor trans- 
port, says subcommittee of transportation study group 
of Association of American Railroads. Charges high- 
ways are being designed for heavy vehicles and that 
highway plans encourage excessive speed which it 
says is principal cause of motor vehicle accident toll. 
Growth of motor transport reviewed. Objective of 
survey explained as being to inform railroads as to rail- 
road use of motor transport and its possibilities in 
service improvement 


By STANLEY H. SMITH 


e The long-standing controversy over the question whether 
users of public thoroughfares are the beneficiaries of a 
subsidy no doubt will be enlivened by publication by the Asso- 
ciation of American Railroads of the report of the subcommittee 
on motor transport of the railroad committee for the study of 
transportation entitled, “Highway Motor Transportation.” 

The report, one of a series on transportation prepared un- 
der the supervision of R. V. Fletcher as chairman of the main 
committee, occupies 215 printed pages, and includes, in addition 
to comments, conclusions and recommendations, a comprehen- 
sive review of highway motor transportation data. H. R. Lake, 
general manager, department of highway motor transport of 
the Atchison, Topeka and Santa Fe Railway System, is chair- 
man of the subcommittee. The report is dated August, 1945, 
but is just being circulated now in printed form. 

The railroad subcommittee says that “motor transport does 
not pay its fair share of highway costs” and charges that high- 
ways have been made stronger and stronger to handle heavier 
and larger trucks. It says this.appears to “a vicious circle’ that 
will go on forever unless the private motorist and the general 
taxpayer “more fully appreciate that their rights are being in- 
terfered with” and that their taxes are and will be higher “be- 
cause of the comparatively few large trucks requiring the very 
expensive highway.” 

Highway planning is the subject of another declaration of 
the subcommittee when it discusses the motor vehicle accident 
toll. After pointing out that in 1941, 40,000 persons in the 
United States were killed and 1,500,000 were injured in motor 
vehicle accidents, the subcommittee says: 


Excessive vehicle speed is the primary cause of the great majority 
of all such accidents. Instead of discouraging excessive speed, high- 
way plans encourage it. 


Highway Transport and Railroads 


“Highway motor transport has become an important factor 
in the transportation of passengers and freight in the past two 
decades,” it is stated in the foreword of the report. “Further 
expansion of these highway utilities in coordination with rail 
transportation to afford greater public convenience is a subject 
of national concern and is therefore of vital interest to railroads 
seeking to make themselves more useful to the public. 

“This: survey dealing with the development and growth of 
highway transportation and its adaptability, in cooperation and 
coordination with that of rail transportation, is designed pri- 
marily to place before the railroads known and pertinent fea- 
tures of the subject in order that they may be better informed 
of this development, the extent to which railroads are already 
making use of motor transport and its possibilities in service 
improvement. 


“Railroads already engaged in highway motor transport 


- have employed various methods suitable to the conditions pecul- 


iar to their respective operations. This subcommittee, therefore 
in presenting the essential facts relating to this type of trans- 
portation, its history, present status and probable future vouch- 
safes no opinion as to the most desirable method to employ, 
leaving it rather to the individual railroad, if it is interested, to 
study the various methods and to make whatever use thereof, 
if any, it may deem advisable.” 


There are five sections in the report: (1) Factors common 
to the development of all highway transport; effect of the war; 
future or outlook for highway transport; and rail-highway 
operations. (2) Highway transport of property. (3) Highway 
transport of passengers by for-hire carriers. (4) Highway 
transport by private passenger automobiles. (5) Appendices 
containing information, statistics, maps, charts, etc., which 
were omitted from the text. 

In a comparatively short period of 40 years, says the re- 
port, there has been a remarkable development in the automo- 
tive and highway fields. 
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The investment of public and private funds in highways 
and motor vehicles now exceeds the investment in all other 
forms of transportation, including railways, inland waterways, 
pipelines, and airlines, according to the report. 

The report cites the 1937 estimates of the President’s com- 
mittee of six of a grand total investment in transportation of 
$85,000,000,000, of which $52,100,000,000 is credited to highways 
and motor vehicles and city streets, and $28,000,000,000 to 
steam and electric railways. 


Paying for Use of Highways 


“The policy of highways free from toll has not prevented 
the charging of imposts or highway user taxes for motor ve- 
hicle use of the highway but these payments have fallen far 
short of meeting the highway costs,”’ says the subcommittee. 

“(a) Previous to 1921 relatively small amounts were de- 
rived from highway user taxes and both the highway expend- 
itures and highway user taxes are not available for the period 
without resort to estimates. 

“(b) In the period 1921-1940, both inclusive, total expend- 
itures on highways and streets for construction and mainte- 
nance amounted to $39,184,412,000, total highway user pay- 
ments for the period amounted to $14,386,495,000, so that the 
highway users failed to pay the cost by $24,797,917,000. 

“(c) The question of subsidy to users of public thorough- 
fares has been studied by several groups, and there is general 
agreement that the payments by highway users do not, by large 
amounts, equal street and, highway costs. Those groups which 
found that the highway users, as a whole, are receiving very 
little, if any, subsidy reached such a conclusion only after im- 
posing on the general taxpayers more than one-half of total 
costs of building and maintaining the streets and highways— 
thus assigning less than one-half of the costs to the users of 
the facilities.” 

In introducing the foregoing subject the subcommittee had 
called attention “some minor exceptions” to the policy of 
highways free from toll, reference being made to toll bridges, 
tunnels, ferries and the Pennsylvania Turnpike. 

The subcommittee said the Pennsylvania Turnpike had 
been a success financially .““because interest charges and amor- 
tization costs are assumed on only approximately six-tenths of 
the original construction cost. The remaining four-tenths was 
an outright gift from the federal government.” ‘The construc- 
tion cost of this highway, according to the report, averaged 
$425,000 a mile. 

In 1900 the best macadam two-lane highway cost less than 
$3,000 a mile while the present construction cost, says the re- 
port, of a modern rural two-lane highway ranges from $40,000 
to $70,000 a mile, and a four-lane highway from $100,000 to 
$700,000 a mile. ~ 

“In concluding the discussion of public aid to motor trans- 
port,” says the subcommittee, “it is to be recalled that studies 
heretofore made have used a premise that annual highway 
costs should be allocated between motor vehicle users as a 
whole and others. However, the reason for highway pavements 
and improvements, the cause for street and highway traffic 
control, the reason for maintenance expenditures and snow 
and ice removal, the cause for rights-of-ways, wider than those 
of the horse and wagon days—is fundamentally the motor ve- 
hicle and all are attributable to the use of motor vehicles in 
our present day society and any attempt to divide the costs of 
these items between highway users and others is erroneous. 
It cannot be denied that highway expenditures today are being 
made for the accommodation of motor vehicles and any costs 
above or beyond highway user payments constitute aid—and 
aid today is public aid.” 


In its detailed treatment of the subsidy issue the subcom- 
mittee refers to findings in Coordinator Eastman’s “Public 
Aids to Transportation,” “Highway Costs,” the report prepared 
for the A. A. R. by three highway engineers, and other reports 
and data on the subject. The findings in “Highway Costs” as 
to average highway costs and payments made per vehicle 
for the year 1932 are compared with findings in the Eastman 
report referred to as “Public Aids.” This part of the subcom- 
mittee’s report has tables setting forth statistical data relating 
to the question whether user payments cover highway costs 
as allocated by those making the studies. The following ex- 
cerpt from the report indicates the nature of these comparisons: 


In the comparison of such user payments with highway costs assign- 
able, it may be briefly stated that average costs for passenger cars 
were determined in Public Aids to be $26.00 per vehicle, while user 
payments for that classification were averaged at the same amount, 
namely, $26.00; in Highway Costs, the average cost per passenger car 
was figured at $42.00, and user payments at $27.00 leaving an under- 
payment of $15.00 per vehicle. For common carrier buses, 8 to 20 pas- 
sengers, Public Aids estimated an overpayment of $148.00, while in 
Highway Costs there was an underpayment of $491.00. For common 
carrier buses of over 20 passengers, Public Aids determined cost at 
$188.00, payment at $437.00, with a consequent over-payment of $249.00; 
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in Highway Costs, the average cost for this vehicle was figured at 
$1,318.00, its average payment at $442.00, resulting in an underpayment 
of $876.00. Private trucks, 3 tons and less than 5 tons, were credited in 
Public Aids with an over-payment of $34.00 per vehicle, while in High- 
way Costs, an under-payment of $614.00 was estimated. For-hire trucks 
of the same capacity were credited in Public Aids with an over-pay- 
ment of $31.00 per vehicie, while in Highway Costs it was estimated 
that this class of vehicles failed to pay its way in 1932, on the average, 
by $877.00 per vehicle. 


Gross Error Alleged 


In further comment on the Eastman report the subcom- 
mittee said: 


The average highway costs for the year 1932 on the basis of gross 
ton-miles for various classifications of motor vehicles, according to the 
basic data in Public Aids to Transportation are shown in Table 9, It 
may be noted from the table that the heavier vehicles have been charged 
with much lower costs per gross ton-mile than the lighter and smaller 
vehicles. For example, the private passenger car is charged 0.263 cents 
and the heaviest combination operated by a common carrier is charged 
0.096 cents per gross ton-mile. This is evidence that the total annual 
highway cost charged to the heaviest combination was grossly in error. 
Such assignments of cost responsibility are so absurd as to discount 
all results of the report which had for its purpose the determination 
of public aid and its concomitant—the determination of costs properly 
assignable to motor transport. 


Summary of Report 


The subcommittee, under the heading, “Comment, Conclu- 
sions and Recommendations,” in part, said: 


The automobile and bus replaced much of the short-haul passenger 
service of the railroads and interurban electric lines. 

The truck replaced the horse-drawn commercial vehicle in the 
terminal and local areas, and to some extent, the short-haul service 
provided by the railroads. 

The commercial motor vehicle operating in the local or terminal 
zones performs a service which is to a large extent complementary 
to rail and other carrier services. 

Over 93% of total highway truck hauls are under 50 miles; the 
remaining 7% are 50 miles and over. However, hauls of 50 miles and 
over account for more than 50% of total net ton miles. 

The major factors which contributed to the growth of commercial 
highway motor transport may be summarized as follows: 

Nation-wide system of improved highways built and maintained 
with public funds. 

Technological improvements and mass production methods in the 
automotive field. 

Relative ease of entering the highway transport business. 

Free reciprocity agreements among the states. 

Various exemptions to regulations. 

Sporadic enforcement of regulations. 

Greater size and weight limitations. 

Rates lower than those offered by other forms of transportation. 

Wage scales lower than those of the railrodds. 

Less stringent packing requirements in some cases than those re- 
quired by competitors. 

Extent and completeness of service including pickup and delivery. 

Flexibility of service. 

Delay in the regulation of interstate motor carriers until 1935. 

Faster service on truck hauls up to first morning delivery than that 
offered by competitors, and 

Personalized service by truck and bus operators. 


Highways and Trucks 


The improved highway was at first designed for the automobile 
and the small truck, but the laws of the country had not caught up 
with the rapid development in the motor vehicle world, and there 
was nothing to prevent the long-haul operator from using these high- 
ways for the high speed movement of large and heavy trucks and 
truck-trains. Before the public realized it the commercial motor 
vehicle in long-haul service had enormously increased highway costs— 
first, by seriously damaging the pavements which were built for the 
automobile and light truck, and second, by making it necessary to 
build stronger and wider highways. The question was raised—should 
the highway be designed to fit the truck, or should the truck be designed 
to fit the highway? As soon as the highways were made stronger to 
handle heavier trucks, then the trucking industry succeeded in getting 
legislative action which permitted still heavier and larger trucks. This 
appears to be a vicious circle, which will go on forever unless the 
private motorist and the general taxpayer more fully appreciate that 
their rights are being interfered with, and that their motor vehicle and 
property taxes are and will continue to be higher because of the com- 
paratively few large trucks requiring the very expensive highway. 

It is the small minority of the total trucks that are operating in 
the long-haul field which requires the building of highways stronger 
and wider than those needed by the private automobile and local truck. 
It is this small minority that wants still higher size and weight limits. 


Competition 


If the plans of highway administrators are carried out, highway 
transport will provide stronger competition for other transport agencies. 
The better highways and improved vehicles will reduce operating costs 
of highway transport to levels lower than without these two factors. 
Although highway transport pays in part for the use of the highways 
through gasoline taxes and other fees, motor transport does not pay its 
fair share of highway costs. This is particularly true of the users of 
the heavier vehicles. If one agency of transport provides all the facil- 
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ities whieh it uses and pays all its costs of operation while a competing 
agency obtains its facilities, or a large part of them, free or for 
inadequate compensation, obviously rates cannot be fixed by regulation, 
or otherwise, which will properly reflect the true economy and fitness 
of the two agencies. Unless the total costs of transportation by each 
agency are borne by that agency, a situation exists which undermines 
effective rate reguiation. The result of subsidies is to obscure the 
inherent advantages of each agency, to foster unsound economic condi- 
tions, and to develop an unbalanced, inefficient and perhaps inadequate 
transportation system. These results are the exact opposites of those 
the national transportation policy seeks to accomplish. 


Allocation of Funds 


Very often in the past, motor vehicle revenue has been arbitrarily 
allocated to certain classes of roads without a proper consideration of 
the needs and uses of the highway system as a whole. A concentra- 
tion of available motor vehicle funds on heavy-duty trunk lines leaves 
less revenue available for the improvement of other roads—hence, the 
cost of maintaining and improving secondary highways and city streets 
has rested more heavily on the general taxpayer. Highway administra- 
tors should give more attention to (1) the adequacy of motor vehicle 
revenues as a whole to meet highway needs, and (2) a scientific method 
for allocating funds to state highways, secondary roads and city streets, 
which will take into consideration traffic needs. 

Existing laws should be changed so that no federal funds shall 
be allocated for the construction of a highway which is being built 
at a cost in excess of the amount necessary to construct a highway 
adequate for the use of private automobiles and light weight trucks 
until such construction has been approved by the Interstate Commerce 
Commission as being in the public interest. ’ 

The determination of weights and dimensions of vehicles should 
continue to be vested in the proper state authority responsible for 
the safety and protection of life and property. 


Reciprocity 

Although the Joint Committee of Railroads and Highway Users in 
1933 unanimously recommended that a commercial motor vehicle operat- 
ing outside of its home state should pay an additional fee—the auto- 
motive interests have succeeded in having many states grant free reci- 
procity to operators of commercial motor vehicles. This is becoming 
universal and encourages long-haul trucking. States should enter into 
reciprocal agreements for issuance of special licenses for commercial 
vehicles to cover states other than the home state at equitable rates 
to be determined by the conditions which prevail. 


Rail Use to Motor Vehicles 


Opportunity should be given for rail carriers to engage, either 
difectly or through subsidiaries, in motor vehicle service on highways 
on equal terms with all others and without discrimination in favor of 
or against other transportation agencies in the same field. This should 
inelude right to purchase, equally with all others, lines then in opera- 
tion as well es to establish new lines. This was the recommendation of 
the Joint Committee of Railroads and Highway Users in 1933. 


Regulation 


Since enforcement of motor carrier regulation is not fully accom- 
plished, it places motor carriers that do comply with the regulations 
at a disadvantage. It also gives the violators an unfair competitive 
advantage over other transportation agencies that are closely regulated. 
Adequate government funds and personne! should be furnished to 
provide for the enforcement of regulatory laws now in existence. 

Numerous and important operations by motor vehicles used in 
carrying property for compensation are now exempted from regulation 
both to the detriment of those carriers whose operations are regulated 
and to the promotion of unsound economic conditions. The operations 
of motor vehicles used in carrying property for compensation consist- 
ing of ordinary livestock, fish or agricultural commodities which are 
now exempted from regulation by the Interstate Commerce Act and 
various state regulatory acts should be regulated in the same manner 
and to the same extent as other operations for compensation. 

Numerous operations of other than for-hire motor carriers of prop- 
erty are detrimental to regulated carriers of property and should be 
regulated. Acts regulating transportation by motor vehicles should 
define the private carrier as one who hauls his own products in his own 
vehicles as a necessary function of his business which is other than 
transportation, and who receives no compensation for transportation 
either directly or indirectly. 

The so-called ‘‘itinerant peddler’’ or ‘‘gypsy trucker’’ conducts ex- 
tensive operations over the highways which are demoralizing to local 
markets, injurious to essential, established business, and contrary to 
public interest, Any private carrier of property who engages in the 
transportation on the highway of any commodity not of his own pro- 
duction, for-hire or for the purpose of sale by such carrier as prin- 
cipal or agent, unless he has a bona fide established place or places of 
business regularly and continuously used for sale of such commodity. 
and any private carrier of persons who arranges as agent or principal 
to transport passengers on a share-expense or other irregular fare 
basis, should be required: 

To secure a license to operate from the duly authorized regulatory 
authority; to have financial responsibility or adequate provision for 
surety or insurance, bond, or agreement, for protection of other users 
of highways, passengers, shippers and the general public; and in the 
interest of public safety on highways, to meet requirements as to 
qualifications and hours of service for drivers, as prescribed by regu- 
latory authority. 


Types of Service 


Railroads have found that by the use of trucks and buses, they 
frequently are able to serve the public interest better and provide a 
more economical and expeditious service. The types of service consist 
of one or more of the following: Pickup and delivery Service; intra 
terminal transfer; substitution for line haul rail service/in short haul 
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areas surrounding the larger points; and substitution for other line 
haul rail service. 

Railroads have found through experience with their truck opera- 
tions that in order to perform an efficient coordinated rail-truck service 
in the public interest, it oftentimes is necessary that they be per- 
mitted to handle freight moving solely by truck as well as by rail-truck. 

Where the volume of passenger or freight traffic, in the short-haul 
field, is sufficient, the railroads can frequently provide a cheaper or 
better transportation than the commercial motor vehicle. 


Private Carriers 


By regulatory legislation on the part of the states and federal gov- 
ernment truck operations on the highway have been divided into two 
general classifications, carriers for-hire and private carriers; the latter 
representing those who carry their own goods in their own vehicles. 
Prior to the war, private carrier operations were growing more rapidly 
than those of the for-hire operators and had come to represent more 
than one-half of the total traffic moving by motor carrier on the high- 
ways. In the field of motor freight traffic it seems likely that all motor 
carriers will handle a total ton-mileage at least equal to pre-war pro- 
portions and probably greater. Indications are that the percentage of 
all motor carrier traffic which will be handled by private operators will 
increase above its pre-war figure of 50 to 60 per cent. As a result thereof 
in relation to all motor carrier traffic, that which will be handled by 
the regulated carriers will decline and that which will be handled by 
the common carriers particularly will decline the most. This means 
that in the future a greater proportion of highway traffic will move 
free from the kind of regulations accorded the for-hire carriers. 


Operating Costs 


The truck and bus operators have been offering constantly im- 
proved equipment and service to the public. There is no doubt that in 
the post-war period, the highway transport agencies will offer even 
better equipment and service. The total operating costs of commercial 
highway transport operators haye been increasing steadily over the 
years, largely because of increasing wage rates and maintenance ex- 
penditures. Although truck rates have been increasing, higher operat- 
ing expenses have resulted in a fairly continuous rise in the operating 
ratio. In the post-war period, higher gross weight limits, light weight 
equipment permitting greater pay loads, improved roads, and other 
equipment improvements will tend to reduce expenses; however, the 
total operating costs will be dependent to a large extent upon future 
wage rates, taxes, fuel and tire costs, and cost of equipment. 


Members of Subcommittee 


In addition to Chairman Lake, the members of the sub- 
committee follow: 


J. R. Coulter, chief traffic officer, St. Louis-San Francisco Railway 
Company; Karl W. Fischer, assistant to president, Chicago, Burlington 
& Quincy Railroad Company; W. S. Hackworth, assistant to president, 
The Nashville, Chattanooga & St. Louis Railway; A. L. Hammel, vice- 
president, Railway Express Agency, Incorporated; C. R. Harding, as- 
sistant to president, Southern Pacific Company; R. J. Littlefield, super- 
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intendent of motor service, The Pennsylvania Railroad; A. E, Perlman, 
chief engineer, Denver & Rio Grande Western Railroad; W. G. Volimer, 
president, The Texas and Pacific Railway Company; F. J. Wall, vice- 
president, The New York, New Haven and Hartford Railroad Company; 
Secretary, E. R. Feldman, research engineer, competitive transporta- 
tion research, Association of American Railroads, 


Motor Loss and Damage Payments 
Show Decrease in 1946 


Class I motor carriers paid ten per cent less to cover cargo 
loss and damage in 1946 than in 1945, but their payments for 
cargo insurance amounted to virtually the same percentage of 
gross revenues in both years, according to an analysis by the 
research department of the American Trucking Associations, 
Inc., which showed the carriers paid 0.95 per cent of their gross 
revenues for cargo insurance in 1946, compared with 0.96 per 
cent in 1945. 


The analysis was based on figures taken directly from the 
annual reports of 776 Class I common carriers of general 
freight—those with gross revenue of $100,000 or more per year 
—to the Commission, said the A. T. A., adding: 


The carriers’ reports showed they had aggregate gross revenues 
of $546,219,228 in 1946, out of which they paid $5,178,773 for cargo in- 
surance. The ratio of cargo insurance cost to gross revenue each year 
since 1941: 

a 0.59 NOR. ces 0.70 1985.2... 0.96 
OMENS < cincene 0.65 pe 0.91 : | ee 0.95 


The analysis showed the same carriers made cargo loss and damage 
payments totaling $6,845,131, or 1.25 per cent of their gross revenues. 
This was a reduction of almost ten per cent compared with the 1.38 
loss and damage ratio recorded by Class I carriers in 1945, indicating 
continued improvement in the industry’s claims record. Cargo loss and 
damage ratios for the last six years were: 

1941......0.90 Se 1.53 1945......1.38 
re 1.00 | 1.40 1086... ...ks2O 


The combined cost of cargo insurance plus cargo loss and damage 
was $12,023,904 in 1946, representing 2.20 per cent of hte carriers’ gross 
revenues. This combined freight claims ratio of 2.20 brought to a stop 
an upward trend that began in 1941 and continued through 1945, when 
the ratio climbed to 2.34. The improvement in 1946 was due almost 
entirely to the reduction in the ratio of cargo loss and damage 
payments. 

. The combined cargo insurance and cargo loss and damage ratio 
by years: 

aa 1.49 

“ 1942......1.65 


|. re 2.23 
2 Ae 2.31 


ee 2.34 
1946...... 2.20 


In a report covering the analysis, W. A. Bresnahan, di- 
rector of the research department, pointed out the railroad 
ratio of loss and damage to gross revenue in 1946 was 1.57 per 
cent, according to the Freight Claim Division of the Association 
of American Railroads, and added: 


Although this figure compared favorably with the trucking indus- 
try’s ratio, it is based upon all railroad freight operations and is 
heavily weighted by an overwhelming volume of carload traffic that 
is least susceptible to loss and damage. 

When the railroad loss and damage experience with respect to 
less-carload traffic is isolated the result is quite different. In 1946, 
railroad loss and damage payments on less-carload freight amounted 
to 6.15 per cent of less-carload revenues—much higher than any such 
ratio ever recorded by motor carriers. 


A separate spot survey by John M. Miller, secretary of the 
association’s freight claims section, showed that shortages con- 
tinued to account for more claims than any other single factor, 
while improper handling, loading and stowing ranked second 
as a cause for claims. Mr. Miller’s spot check, based on reports 
to his section from a representative group of common carriers 
of general freight, showed the following breakdown of causes 
for the first six months of 1947 compared with the percentages 
for last year and for 1945: 


January to 

1945 1946 June, 1947 

Causes Per cent Per cent Per cent 
SSE Sie OPER AL AT SPER LD 37.97 36.66 32.30 
cy SOB i” ee ees 12.45 8.72 7.15 

Improper Handling, Loading and 

SRF ene Phgsatase 27.58 26.88 28.51 
Concealed Loss and Damage............ 7.48 8.14 13.50 
A coca inl ds di pel eadicane 4b bre d'a's awin.e.' .64 -95 1.03 
Defective Equipment ...............e0-- 3.21 3.73 2.62 
NE FE I iiirs sect bbe Ridc 6c.d seals wpieiee os 10.67 14.92 14.89 


“The table that follows shows a breakdown of the Class I 
carriers’ freight claim experience: in 1946 by geographic re- 
gions,” said A. T. A. “They are not comparable, however, 
since the differences result from the varying ratios of less- 
truckload tonnage to total tonnage in each region. In the South- 
western Region, for example, the highest claims ratio coincides 
with the fact that the ratio of less-truckload to truckload ton- 
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nage is the highest in the country. Since less- truckload freight 
is more susceptible to loss and damage, a relatively higher 
claims ratio is to be expected.” 


New England Motor Carriers Ask 
Lifting of Rate-Rise Suspension 


The New England Motor Rate Bureau, Inc., Eastern Motor 
Freight Conference, Inc., New Hampshire Motor Rate Bureau, 
Maine Motor Rate Bureau, Atlantic Seaboard Motor Carrier 
Conference, Inc., and New England Transportation Co., have 
asked the Commission to reconsider and vacate or withdraw 
its order in I. and S. M-2771, New England—1947 Increased 
Rates (see Traffic World, Aug. 23, p. 527), suspending the rates 
referred to, and permit the proposed rate advances to become 
effective as published. 

The petition was filed, said the petitioners, “because of the 
desperate need of the carriers whose rates are published by 
the several agents and New England Transportation Co., who 
will suffer irreparable injury, with consequent destruction of 
many of the business enterprises involved unless an immediate 
advance in rates is secured.” 

They asked the Commission to enter on an investigation 
of their financial position and needs at the earliest date possible 
but permit the rates to be effective during the course of the 
inquiry. The petitioners added: 


The serious position of the carriers is evidenced by the record of 
operating ratios derived from both annual and quarterly reports on 
file with the Interstate Commerce Commission and is further supported 
by consideration of their inherent financial conditions and by the 
known obligations for increased labor wages and by past and impend- 
ing price increases in their own and general industry. 

It is urged throughout this petition that if any of the contentions 
of petitioners be deemed controversial, the same be reversed for full 
exploration at any hearing which may be held, and that in the interim 
the affectec carriers be permitted to secure needed revenues to meet 
their current obligations. The Commission is reminded that in the 
past several years the carriers have appeared before it with similar 
contentions and the results have proved these contentions to have been 
correct. Great damage could be done at this time as well as previously 
if a wrong decision is made. 


Their argument, said the petitioners, was directed to a 
showing that the carriers’ financial condition was ‘“‘so clearly 
hazardous that it would be both unjust and improvident to 
attempt to wait until final conclusion of an investigation before 
a rate advance is permitted.” They added: 


. The increased costs to which they are subjected from labor 
advances and general price rises are facts to which there can be no 
legitimate controversy whatsoever. It is perhaps unnecessary and 
repetitious to say that they are engulfed, as is the nation, in a rising 
tide of costs and expense chiefly occasioned by labor advances coupled 
with demands for goods to meet shortages produced by war. Unlike 
most of American business, however, these carriers have no profits and 
no reserves and cannot meet their bills unless added revenue is 
provided. 


Affected Carriers 


The petition listed upwards of 60 affected carriers whose 
business was conducted almost wholly in New England. It also 
listed more than 60 carriers operating between New York and 
New England points which, it said, in some instances did a very 
minor portion of their business in New England, the great bulk 
of their traffic moving between New York and New England 
points at rates not subject to the instant ners advance. The 
petition added: 


As to many of them, operations between New York and New Eng- 
land points are exclusive with no New England business (either intra 
or interstate), so-called, of any nature whatsoever. These New York- 
New England carriers do, however, incur substantially increased labor 
expenses because of recent wage adjustments within New England, 
because all New England pick-up and delivery is done by New England 
labor and practically all over-the-road movements of vehicles is by 
drivers members of New England labor unions. 

It is vitally necessary that such a division be made of these car- 
riers. No greater harm or injustice can be done than to consider the 
carriers as an undivided mass. Because there is some complexity in 
classification and segregation, no warrant exists to fail to recognize 
carrier needs. The division has been established after many meetings 
of carrier committees and is based upon their informed judgment. 
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Such an allocation must be founded upon knowledge of the carriers’ 
business as understood by the industry in view of the broad operating 
authorities which in many instances do not coincide with the prac- 
tical effective scope of business competition. 

The group not here involved secured rate advances in December, 
1946, following wage advances in New York. It is the group not then 


affected which here appeals to the Commission and whose needs are 
vital. 


The petitioners said the affected group of Class I carriers 
comprised roughly one-half in numbers of the total of Class I 
carriers of general commodities within the New England Ter- 
ritory. They said innumerable smaller carriers, operating 
wholly within New England, were also affected. 

Average operating ratios of the carriers had ranged be: 
tween 96 and 100 for a substantial period of time, said the 
petitioners, adding that the seriousness of this could be noted 
when it was shown that the ratio of current assets to total 
assets was 38.4 per cent in 1942, compared with 27.23 per cent 
at the close of 1946. 


Buhner Named to Head A. T. A. . 


E. J. Buhner, president of the Silverfleet Motor Express, 
Louisville, Ky., has been chosen by the nominating committee 
of the American Trucking Associations to succeed Ted. V. Rod- 
gers, of Scranton, Pa., to head the A. T. A. The committee, 
meeting August 26 at the Drake Hotel, Chicago, announced it 
will present Mr. Buhner’s name, together with the names of 
its nominees for other offices, to the A. T. A. annual convention 
in Los Angeles, October 29. 

The committee has nominated Mr. Rodgers to the newly- 
created post of chairman of the board. Mr. Rodgers had an- 
nounced last October, after re-election for his fourteenth term 
as president of A. T. A., that for personal reasons the 1947 
term would be his last term of office. The board immediately 
adopted a motion instructing him to appoint a nominating com- 
mittee before the 1947 convention to consider candidates to 
head the association. C. F. Weilbacher, of Viking Freight Co., 
St. Louis, Mo., is chairman of the nominating committee. 

Mr. Buhner is state vice-president of A. T. A. for Ken- 
tucky, and a member of the A. T. A. board of directors. 

Others named by the nominating committee are: 


First vice-president, H. D. Horton, Associated Transport, New 
York City; second vice-president, H. E. English, Sproles-Red Ball, Inc., 
Dallas, Tex.; third vice-president, C. J. Williams, Hillside Garage & 
Transit Co., Milwaukee, Wis.; fourth vice-president, Leland James, 
Consolidated Freightways, Portland, Ore.; secretary, Chester G. Moore, 
Central Motor Freight Association, Chicago; treasurer, Charles P. 
Clark, Columbia Terminals, St. Louis, Mo. 


A. T. A. TRUCK ROADEO COMMITTEE APPOINTED 


W. J. Rellaford, Asbury Transportation Company, Los An- 
geles, has been appointed by Ted V. Rodgers, president of the 
American Trucking Associations, Inc., to be chairman of the 
association’s National Truck Roadeo Committee. The commit- 

_tee, organized this year for the first time, will determine policies 
and settle controversies in connection with the annual contest 
to select the nations’ champion truck drivers. This year’s na- 
tional Roadeo will be held October 28 in conjunction with 
A. T. A’s national convention. 


Other members of the committee appointed by Mr. Rodgers 
are: 


Philander Cooke, Cooke’s Express, New Haven, Conn.; Mrs. G. D. 
Joyner, R, C. Motor Lines, Jacksonville, Fla.; A. Ewing Greene, Mason 
& Dixon Lines, Kingsport, Tenn.; Alex K. Scherer, Scherer Freight 
Lines, Ottawa, Ill.; Earl Bray, Earl Bray, Inc., Cushing, Okla.; Kenneth 
H. Grant, Viking Freight Company, St. Louis; John D. Parker, Parker 
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Transfer & Storage Co., Sioux Falls, S. D.; C. L. McClaskey, M & F 
Equipment Co., Albuquerque, N. M.; Lamar Strain, Petroleum Trans- 
portation, Seattle; John R. Cross, Michigan Trucking Association, 
Detroit, and Clarence W. Finkle, Jr., Passaic Terminal and Transpor- 
tation Company, Allwood, N. J. 


JUNE TRAILER PRODUCTION 


Truck trailer production in June amounted to 3,544 units, 
according to the Bureau of the Census, Department of Com- 
merce. It said this represented a decrease of 23 per cent from 
the 4,580 units produced in May, and was 30 per cent under 
the 5,033 units produced in June, 1946. The bureau said the 
June decrease represented the fifth successive monthly decline 
in truck trailer production: It continued: 


The total number of trailers shipped in June was 3,813 units, valued 
at $10.1 million. Of these, 3,575 were complete trailers and 238 were 
trailer chassis shipped as such. June shipments showed a decrease of 
17 per cent in number and 11 per cent in value from the shipments 
during the previous month. 


Data for June were based on reports from 109 plants manufacturing 
truck trailers. . . These represent all known plants manufacturing 
truck trailers, which were active during the month. This report covers 
truck trailers with a rated capacity of 5 tons or more. 


Cc. N. FIRST WITH TWO-WAY PHONES 


The inauguration of two-way telephone communication 
which has just been announced by two American railroads is 
nothing new in Canada, according to the Canadian National 
Railways. ‘More than 17 years ago, on April 27, 1930, the C. N. 
began offering two-way telephone service on the International 
Limited and Maple Leaf trains between Montreal and Toronto. 
It was the first railway in the world to use this form of com- 
munication,” said C. N. officials, adding that the communication 
system remained in operation for a number of years, but was 
discontinued as an economy measure during the depression and 
has not yet been re-established. 


M. P.’s TRANSFER BOAT PASSES 


An era in American railroading comes to an end at. Baton 
Rouge, La., September 2, when the railroad car transfer steamer 
“George H. Walker” makes its last trip across the Mississippi 
River bearing the cars of a Missouri Pacific Lines passenger 
train. Succeeding M. P. trains will use the rail-highway bridge 
spanning the river at Baton Rouge, effecting a considerable sav- 
ing in time. The 346-feet sidewheeler, ‘Walker,’ launched in 
1923, will be offered for sale, M. P. officials say. 


MONON EQUIPMENT PURCHASES 


The Chicago, Indianapolis & Louisville Railway has or- 
dered 50 drop-end mill-type gondolas, each measuring 65 feet 
in length and having a 70-ton carrying capacity, John Barriger, 
Monon president, has announced. These cars will be suitable for 
loading the heaviest and longest steel products and machinery 
&s well as for handling shipments of building stone from the 
Bedford-Bloomington district, Mr. Barriger said. An order for 
300 fifty-ton capacity fixed-end high-side steel gondolas was also 
announced by Mr. Barriger. 


FREIGHT ROUTERS DISTRIBUTED BY P. & W. V. 


The Pittsburgh & West Virginia Railway has announced 
that copies of the “freight router’ invented by Edward E. 
Hopper, assistant to P. & W. V. president, Charles J. Graham, 
are now available to traffic men upon request directly to the 
Pittsburgh & West Virginia Railway, Room 411, Wabash Bldg., 
Pittsburgh 22, Pa. The device, through openings on the face of 
a dial, shows, by the push of a finger, 547 routes over eastern 
railroads in connection with the P. & W. V., and gateways with 
western railroads, officials of the railroad said. 











Clyde Stein has been appointed traffic 


traffic manager for the Judson Dunaway 
Corporation, Dover, N. H. 
ok * * 


Noah Clinton, traffic manager for the 
Arabol Manufacturing Co., Brooklyn, 
N. Y., has resigned due to illness. 

* * * 


W. F. Crotty has been appointed 
freight service representative, at Boston, 





manager, Corn Mill division, at New 
York City, for the General Foods Cor- 
poration. Mr. Stein, who was formerly 
with the Post products division, succeeds 
D. A. Thatcher, resigned. 

* * ok 


Frank T. Alexander, division passen- 
ger agent, at Atlanta, Ga., for the Louis- 


ville & Nashville Railroad, is retiring 
after 46 years of service. Clark Dunn is 
succeeding Mr. Alexander. A. E. Jackson 
succeeds Mr. Dunn as district passenger 
agent at New Orleans. E. S. Middleton 
succeeds Mr. Jackson as city passenger 
agent at New Orleans. 

* * * 


Charles H. Locke has been appointed 


for the Chesapeake & Ohio Railway, suc- 
ceeding M. C. Lane, deceased. 
* * * 

C. W. Burns has been appointed com- 
mercial agent, at Chicago, for the Nor- 
folk & Western Railway. Mr. Burns 
succeeds C. N. Butler, promoted. 


Leo J. Perry has been appointed as- 
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sistant general freight & passenger 
agent, at Duluth, Minn., for the Chicago 
& North Western System. 


Ralph G. Evans has been appointed 
general passenger agent, at Detroit, for 
the Grand Trunk Western-Canadian Na- 
tional Railways. Mr. Evans succeeds 
H. L. McCaughey, retired. 


F. T. Scharlau has been appointed 
assistant superintendent—freight trans- 
portation, at Chicago, for the Chicago 
Junction Railway, the Chicago River & 
Indiana Railroad and the Indiana Har- 
bor Belt Railroad. 

* * * 

LeRoy E. Brown has been appointed 
general agent, at Cincinnati, for the 
Texas & Pacific Railway, succeeding Roy 


R. Hill, deceased. Felix C. Hege suc- 

ceeds Mr. Brown as general agent at 

Winston-Salem, N. C. 
* * * 

R. J. Hurst has been appointed gen- 
eral freight agent, at Chicago, for the 
Elgin, Joliet & Eastern Railway. L. M. 
Dunn has been appointed assistant traf- 
fic manager at Chicago. 


Ed V. Barber, general agent, at Chi- 
cago, for the Belt Railway Co., has re- 
signed to enter private business. 

* * * 


George E. Clinton, district sales man- 
ager, at East Rutherford, N. J., for the 
Ontario Freight Lines, died August 16 
at his home in the Bronx, New York 
City. Mr. Clinton was born in Modena, 
N. Y., 67 years ago. After employment 


DEPENDABLE SERVICE 


Just say... 


te pp % 


and you can be sure of fast, courteous, 
and dependable Motor Transportation 


Because KEESHIN SERVICE never varies, shippers have 
learned to take it for granted. When you say “ship by 
Keeshin” you get the ultimate in Motor transportation— 
less handling, less reloading, less breakage, less chance of 


loss. 


Dollar for dollar, the motor way is the logical way. 


Call your local terminal for 
complete details about 
Keeshin Operation 


KEESHIN FREIGHT LINES, INC. 


IN REORGANIZATION 


WILLIAM F. DROHAN 


DANIEL D. CARMELL 
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in the freight traffic department of the 
New York Central Railroad, he served 
as traffic manager for the Sheffield 
Farms Co. and the National Dairy Prod- 
ucts Corporation before joining Ontario, 
He was a member of the Traffic Club of 
New York, the Metropolitan Traffic Club 
of New York and the Traffic Club of 
Newark. Funeral services were held 
August 18 in Ossining, N. Y., with inter- 
ment in Dale Cemetery. 


Otto van Koolbergen has been ap- 
pointed western regional traffic rep- 
resentative for the North American 
division of K. L. M. Royal Dutch Air- 
lines. His headquarters will be in Los 
Angeles. — 

* * * 

Charles J. Lederer has been appointed 
to the newly-created position of general 
manager—transportation, at New York 
City, for the Railway Express Agency. 
R. G. McLain has been appointed super- 
intendent, at New York City, for the 
commercial division. Mr. McLain suc- 
ceeds A. F. Hall, newly-appointed super- 
intendent of the motor vehicle division. 
James B. Finnin succeeds Mr. McLain 
as air express manager for the eastern 
departments, New York City. 


Frederick H. Eaton has been ap- 
pointed assistant vice-president of the 
American Car & Foundary Export Co. 
instead of the American Car & Foundry 
Co. as was stated in the August 9 issue 
of the Traffic World. 

The Propeller Club of the United 
States, Port of Baltimore, will hold its 
“Port of Baltimore Day” September 12 
in the Lord Baltimore Hotel. Louis B. 
Thompson, linguist and commentator, 
will be the guest speaker. 


Albert B. Rosenbaum has been named 
assistant to Robert J. McBride, general 
manager of the Regular Common Car- 
rier Conference, American Trucking As- 
sociations. He has been an examiner as- 
signed to the section of complaints, 
I. C. C. Bureau of Motor Carriers. 


William G. McIntyre, formerly at- 
tached to the Press Gallery of the United 
States Senate and later an assistant in 
the office of Senator James E. Murray, 
of Montana, has joined the staff of the 
Industrial Relations Department, Ameri- 
can Trucking Associations. 


Victor J. Pohl has been named man- 
ager of the Fort Worth, Tex., branch of 
the White Motor Co., succeeding Jerry 
Kuhl who has been named branch man- 
ager at San Antonio. 





Sidney S. Alderman, who served as 
assistant to the Attorney General in the 
trials of war criminals at Nuernberg, 
Germany, was the speaker at the August 
21 meeting of the Birmingham Traffic & 
Transportation Club, in the Thomas Jef- 


ferson ‘Hotel. 





The Chicago Transportation Club will 
conduct a rail inspection, tour of the 
greater Chicago area on September 18. 
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The trip will begin at the LaSalle St. 
Station via the New York Central Rail- 
road. The Calumet district, the Joliet 
shons of the Elgin, Joliet & Eastern 
Railway and the Proviso Yards of the 
Chicago & North Western Railway will 
be highlights of the tour. A dinner at 
the Joliet Country Club has been ar- 
ranged by the E. J. & E. Railway. The 
club will have a father-and-son night 
a September 4 in the Morrison 
Hotel. 





The Oakland Traffic Club held a truck 
night meeting August 19 in the Hotel 
Leamington. The annual picnic will be 
held September 7 at Hidden Valley 
Dude Ranch, Warm Springs, Calif. The 
fall semester of the club-sponsored traf- 
fic course at Merritt Business School 
will begin September 15. 





The Los Angéles Transportation Club 
held a new members’ day ‘iuncheon 
meeting August 25 in the Biltmore Hotel. 
A vaudeville show was presented by 
Johnny Romero. A picnic will be held 
September 13. ; 





The Women’s Traffic Club of Los 
Angeles held a meeting August 27 in 
the Biltmore Hotel. Harold F. Gulde, 
traffic manager of the Firestone Tire & 
Rubber Co., spoke on “Cushion of Air.” 
A film, “Building of a Tire,’”’ was shown. 





The Transportation Club of Decatur, 
Ill., will hold a meeting September 8 in 
the St. Nicholas Hotel. Jasper Giovanna, 
president, Decatur Soy Products, will 
speak. 





The Worcester Traffic Association 
will open its bowling season September 
19 at the Recreation Alleys. Officers of 
the club for the coming year are: Pres- 
ident, Harold A. Waltz, manager, Wor- 
cester, office, Universal Carloading & 
Distributing Co.; secretary, David Sulli- 
van, traffic manager, Leland-Gifford Co.; 
treasurer, Edmund T. Roy, terminal 
manager, Adley’s Express Co. 





The Fort Wayne Transportation Club 
will have its annual fall golf outing Sep- 
tember 11 at the Spink-Wawasee Hotel 
and Country Club, Syracuse, Ind. The 
guest speaker at the dinner will be E. 
J. Kirby, humorist. 





The Indianapolis Traffic Club will 
hold its fall golf outing September 9 at 
the Ulen Country Club, Lebanon, Ind. 
The bowling season will open Septem- 
ber 19 at the Delaware Alleys. A fall 
dinner dance will be held October 4 at 
the Columbia Club. 





The Junior Traffic Club of Metropol- 
itan St. Louis will hold a freight car- 
loading night meeting September 3 in 
the De Soto Hotel. Harold Grams, pro- 
gram director of Radio Station KSD, 
will be the guest speaker. 





The Transportaiton Club of Terre 
Haute, Ind., has postponed its annual 
fall golf outing at the Elks Fort Harri- 
son Country Club from September 18 
to October 2. > 





The Traffic Club Of Houston will have 
a luncheon meeting September 2 in the 
Rice Hotel. Howard M. Daniels, director 
of business and industrial cooperation, 
University of Houston, and other uni- 
versity representatives will discuss the 
transportation & traffic management 
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Direct shipside rail and truck facilities ... NO CONGESTION ... . NO 
LIGHTERAGE REQUIRED! 

Modern piers and docks only 7 miles by deep-water channel from the 
open sea .. . THE EASTERN PORT NEAREST EUROPE AND SOUTH 
AMERICA! 


Scheduled sailings to all major world ports . . . MORE SAILINGS 
BEING ADDED EVERY MONTH! 


PORT OF 


LONTON 


AUTHORITY 





Save time ... money... and headaches! Write today to: 


Director, Port of Boston Authority, Boston. You will receive regular, 
up-to-date information on sailings and other news about the Port. 


PORT OF BOSTON 


COMMONWEALTH PIER NO. 5, BOSTON 10. MASS. 


Branch Offices: 7 South Dearborn St., Chicago 3, Ill. Tel.: ANDOVER 5536 
1129 Vermont Ave., N.W., Washington 5, D.C. Tel.: REPUBLIC 5369 
17 Battery Place (Room 2627) New York 4, N.Y. Tel.: BOWLING GREEN 9~- 8362 











course which will be inaugurated at the 
university this fall. The club collab- 
orated with university officials in set- 
ting up this course as a part of the 
school’s regular curriculum. 





The Women’s Traffic Club of San 
Francisco will hold its annual birthday 
and bosses’ night meeting October 22. 





The Traffic Club of Detroit will hold 
a golf and dinner outing September 9 
at the Meadowbrook Country Club, 
Northville, Mich. 





The Transportation Club of Santa 
Clara County will hold a barbecue meet- 
ing September 7 at Wieland’s Beer Gar- 
den, San Jose, Calif. 





Tariff Interpretation — Application of 
; Tariff of Increased Rates—Combi- 
nation Rates 


Pennsylvania. — Question: Prior to 
January 1, 1947, we had a through rate 
on wrought steel pipe from Chester, Pa. 
to Houston, Texas via rail to Philadel- 
phia, and Southern Steamship beyond of 
60c. However, a combination of local 
rates, i. e., 5c to Philadelphia, 75c N. T. 
unloading and 47c water defeated this 
through rate. 

Effective January ist, 1947, under Ex 
Parte 162, the through rate went to 70c 
under the 10c maximum provision of 
Item 211 Tariff X-162, and my problem 
arises in connection with the combina- 
tion factors that apply under the aggre- 
gate of intermediate rule of the through 
tariff. The carriers maintain that, under 
Rule 7 of Tariff X-162, each rate factor 
is separately increased (i. e. to 6c and 
56c), but the total of such increase can- 
not exceed the maximum. However, they 
maintain that the unloading charge is 
separately increased to 94, N. T., under 
table 5 of X-162, making my through 
charges 66.7c cwt. 

My position is that through charges 
should be the old combination of 55-%c 
plus the 10c maximum in Item 211 of 
X-162, or a total of 65-%c cwt. I base 
my contention on the fact that Rule 7, 
paragraph A, says in part ‘“‘each separate 
rate or component is increased sepa- 
rately in accordance with the table gov- 
erning the through rate from point of 
origin to destination, but the total in- 
crease will not exceed maximum pro- 
vided for the commodity in (item 211)”. 

Of course I realize that the maximum 
applies only to line haul rates and not to 
unloading charges, but if I did what 
Rule 7 says and increased each com- 
ponent “in accordance with the table 
governing the through rate” I would in- 


The Traffic Club of Cleveland held an 
outing August 14 at the Pine Ridge 
Country Club, Wickliffe, O. A clam- 
bake will be held October 11 at the 
Grantwood Country Club. 





The Omaha Traffic Club will hold its 
fall golf tournament September 8 at 
the Omaha Field Club. A steak dinner 
will be served. 





The Traffic Club of Baltimore will 
hold a dinner meeting September 9. A 
golf outing will be held September 16 
at Hillendale. 





The Motor City Traffic Club of De- 
troit will hold a family picnic Septem- 
ber 21 at Liberty Park. 


crease each factor, including the unload- 
ing charge by 20% or table 1, which 
would make the factors 6c, 90c N. T. 
and 56c or a total of 66%c, and if only 
the “line haul rate” factors are subject 
to the maximum, then it would appear 
that this is the correct charge. I feel 
that unless the carriers can show that 
the unloading charge is separately in- 
creased under table 5, they do not have 
the alternative of construing the tariff 
so as to bring the unloading charge un- 
der another table. It-would be more log- 
ical to consider the unloading component 
of the aggregate of intermediate rates 
an inseparable part of the line haul 
charges, thereby bringing such factor 
within the meaning of “line haul carload 
rates’ shown on top of page 28 of Tariff 
X-162. 

Various tariff authorities for rates and 
charges are: 


Through rate — Curletts Tariff 121-B, 
I. C. C. A-732, Item 7000, page 34, supplement 
29 (T. & N. O. index 3130). 

Local to Philadelphia—P RR Tariff 482-B, 
I. C. C. 2334. 

Unloading charge—-P RR Tariff 1145-F, 
I. C. C. 2658, item 235-B, page 5, supplement 
75. 

Water rate—Kings Tariff 37-A, I. C. C. 3, 
item 3830-H, page 50, supplement 105. 


As a matter of information, the re- 
issue of P RR Tariff 1145-F, I. C. C. 
2334, published the unloading charge as 
95c per N. T., not subject to X-162, 
which action effectively ends the dis- 
pute, so that only the shipments January 
1st to April 21st, 1947 are involved. 

Your opinion in this matter will be 
very helpful. 

Answer: In our opinion the maximum 
increase of 10c provided for in Item 211 
of Tariff of Increased Rates and Charges 
No. X-162 is not applicable to all factors 
of the combination set forth in the first 
paragraph of your inquiry. 
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Our reasons for this conclusion are as 
follows: 

Under paragraph (a) of Rule 7, the 
components which are the subject of 
Rule 7 must be in one tariff and may 
not be in two or more tariffs, as the 
rule uses the phrase “in a tariff” in that 
portion of paragraph (a), which reads 
“where a through rate is provided in a 
tariff as composed of two or more com- 
ponents’”’. 

The unloading charge is not a com- 
ponent within the meaning of the pro- 
visions of paragraph (a), as this charge 
is published in a separate tariff. 

Further, the maximum increases re- 
ferred to in Rule 7 are those which are 
provided for in Items 15 to 299 inclusive, 
which maximums are applicable only to 
line haul carload rates. 


Routing and Misrouting — Conflict Be- 
tween Marks on Package and Bill of 
Lading Shipping Directions 


Arizona.—Question: We would appre- 
ciate your advising us decisions rendered 
by the Interstate Commerce Commission 
relative to delivery of freight in accord- 
ance with the marked address on pack- 
age versus the bill of lading address. 

It is our understanding that the Com- 
mission stated that the markings on the 
package would take precedence. 

Reference to this decision would be 
greatly appreciated. 

Answer: The Commission has held 
that the marks on the package and not 
the bill of lading, control. The Commis- 
sion’s opinion in C. S. Bracket Co. vs. 
Great Northern Express Co., 29 I. C. C. 
667, and American Agricultural Chem- 
ieee Co: VE Be A. BR, 2S tC. C. 
398, clearly hold that the marks on the 
package govern. On page 668 of the 
opinion in the first named case, the Com- 
mission said: 


The Commission has recently held infor- 
mally that when a shipper prepares a bill of 
lading providing for the carriage of property 
to a particular destination, and marks a dif- 
ferent and erroneous address on the package, 
the carrier will not be held responsible for 
freight charges incurred in transporting the 
property to the destination shown on the 
package, although the correct destination is 
shown in the bill of lading. We think the 
present case is clearly within this principle. 
In view thereof we do not find that in follow- 
ing the instructions marked on the package 
the defendant was guilty of misrouting. See 
also Parlin & Orendorff Plow Co. vs. United 
States Express Co., 26 I. C. C. 561 and Ameri- 
can Agricultural Chemical. Co. vs. B. & A. 
R. R. Co., 23.1. €. C. 38s. 


The cases before the Commission in- 
volve the matter of additional freight 
charges resulting from the transporta- 
tion of the shipment to the erroneous 
destination due to the error of the ship- 
per. 


Tariff interpretation — Application of 
Tariff X-162 Increases—Mixed Car- 
loads 


Michigan.—Question: May we have 
your opinion, with references to com- 
parable cases, regarding the following: 

Item 3600, (Section 2), of L. E. Kipp’s 
West-Bound Tariff No. 1-Z provides a 
commodity rate of 119c, from Group C 
origins, for various items of plumbers 
brass goods, brass vales or cocks and 
iron or steel fittings. We have for the 
past ten years shipped mixed carloads of 
these commodities under this rate item. 
These cars usually consist of approxi- 
mately 90 per cent iron or steel and 10 
per cent brass goods. 

Subsequent to the effective date of 
increases granted in Ex Parte 162 we 
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continued to ship these mixed carloads 
and were billed by the carrier at 1.29 
cents for the entire carloads. This re- 
flects the 10 cents per hundred maxi- 
mum increase allowed iron and steel ar- 
ticles in Ex Parte 162. 


We later received a due bill from the 
carrier seeking to apply a rate of 1.46 
cents on the entire car, thus reflecting 
the increase of 22.5 per cent allowed on 
brass articles. Upon protest we were 
informed that the increase on brass ar- 
ticles, making the rate thereon higher 
than that on the iron and steel articles, 
had removed the mixture from the pro- 
visions of Item 795, section 2(C), of the 
above named tariff, (the mixed carload 
provision) and that rate must therefore 
be assessed in accordance with Rule 10 
of the Classification. 


At about the same time the Commis- 
sion suspended an attempt by the car- 
riers to impose this procedure upon all 
mixed carloads provisions including 
items taking different increases. This 
was to have been the eeffct of Rule 10 
in Tariff of Increased Rates and 
Charges, No. X-162-A, which was sus- 
pended in I. and S. No. 5471. 


We have refused to honor the due 
bill mentioned above and have now been 
informed by the carrier that that charge 
was incorrect but that charges should 
have been assessed on the basis of 1.29 
cents for the iron and steel articles and 
3.72 cents (LCL rate) on the brass ar- 
ticles, since this basis provides a lower 
charge than that assessed in the due bill. 

We are not convinced that the reason- 
ing in either case is correct and, relying 
upon the suspension of the above men- 
tioned Rule 10, will refuse to honor the 








charges. May we have your opinion as 
to our rights? 

Answer: There appears to be no pro- 
vision at the present time covering the 
application of the increases to be applied 
on mixed carload shipments, as Rule 10 
and 11 are under suspension. Rule 12, 
published to become effective Sept. 12, 
1947, will provide a basis. 

Prior to the effective date of Rule 12, 
our answer to Pennsylvania on page 
1042 of the March 29, 1947 Traffic 
World, under the above caption, states 
our views with respect to this question. 


vibeoiaa ae Damage 


DECISIONS 
Traffic Cases Recently Decided by State and Federal Courts 


Digests taken -from Reporters and Digests of 
National Reporter System, published by West 
Publishing mpeey. St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 










LOSS OF OR INJURY TO GOODS 

(Supreme Court, Trial Term, New 
York County, Part XII.) Where defend- 
ant was a common carrier by motor ve- 
hicle, plaintiffs, as shippers, were en- 
titled to recover from defendant the fair 
and reasonable value of merchandise de- 
livered to defendant or shipment to 
designated consignees, which merchan- 
dise was never delivered because truck 
of second carrier, employed by defend- 
ant, was hijacked and the merchandise 
stolen. 

The distinctive characteristics of a 


MAYFLOWER SAVES YOU TIME ON PERSONNEL TRANSFERS. 
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“common carrier” are that he holds him- 
self out as ready to engage in transpor- 
tation-of goods for hire as a public em- 
ployment and not as a casual o¢cupation, 
and that he undertakes to carry for all 
persons indifferently within limits of his 
ay Ng and sphere of business required 
of him. 


A carrier may confine its business to 
a special type or class of merchandise 
and still be a common carrier. 


The absence of regular schedules of 
operation or of definite terminals does 
not take a carrier out of the classification 
of a common carrier. 

A carrier need not serve all of the 
public in order to warrant classification 
as a common carrier, since “the public” 
does not mean everybody all the time. 

Evidence authorized finding that third- 
party defendant was a common carrier 
thereby authorizing recovery from it by 
defendant, also a common carrier, of 
amount defendant was required to pay 
plaintiffs and other customers by reason 
of the hijacking of a truck belonging to 
third-party defendant containing mer- 
chandise originally delivered to defend- 
ant for shipment to designated con- 
signees and redelivered by defendant to 
third-party defendant. (Olive Kent Park 
vs. Moshassuck Transp. Co., 71 N. Y. 
Supp. 2d, 15.) 





CARRIAGE OF LIVESTOCK 


(Court of Appeals of Georgia, Division 
No. 2.) In suit against delivering car- 
rier for loss of ten mules which died 
within 24 hours after delivery to con- 
signee, evidence established that plaintiff 
was lawful holder of bill of lading and 
authorized plaintiff to maintain suit in 
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his own name for himself and for use of 
another equitable owner. 


Consignee in bill of lading had legal 
or nominal right to sue for use of indi- 
viduals each of whom had an equitable 
or real interest in certain of the mules 
covered by the bill of lading. 

Where each of two individuals had an 
equitable or real interest in certain 
mules covered by bill of lading and con- 
signee had transferred the bill to an 
equitable owner, the transferee could 
maintain suit in his own name for him- 
self and for benefit of other equitable 
owner for loss of mules. 

Where two individuals had equitable 
interest in mules covered by bill of lad- 
ing and consignee transferred bill to one 
equitable owner who brought suit 
thereon in his own name for himself and 
for use of other equitable owner, pur- 
chase invoice showing that mules of other 
equitable owner were purchased by him 
and paid for in full by him was admis- 
sible to establish his equitable interest 
in whatever was recovered. 


Where witness testified that pictures 


were faithful portray. of condition 
which existed at unloading pen, and wit- 


ness was present when pictures were 
taken, the pictures were admissible al- 
though not identified by person who took 
them. 


Report of U. S. Department of Com- 
merce Weather Bureau was properly ex- 
cluded where no evidence was introduced 
to identify the document of the person 
making it. 

The delivering carrier, as well as ini- 
tial carrier, is liable for damage to all 
property, receiving for interstate trans- 
portation by initial carrier, on a through 
bill of lading, caused by any of the 
participating carriers. 

In suit against delivering carrier for 
loss of mules shipped in interstate com- 
merce on through bill of lading, action 
of court in reading entire statute, only 
parts of which were applicable to case, 
was not prejudical. Interstate Com- 
merce Act, Sec. 20(11), 49 U. S. C. A. 
Sec. 20(11). 

Where livestock is accompanied by 
owner or his agent, and injury results 
while in transit, burden is on owner to 
show how injury occurred. 

Where livestock is not accompanied by 
owner or his agent and injury results in 
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transit, owner has burden of showing 
that stock when delivered to carrier, was 
in good condition and, when received 
from carrier at destination, was in dam- 
aged or injured condition, and burden 
then rests on carrier to show that in- 
jury did not result from negligence of 
carrier. 

Bill of lading, providing that carrier 
shall not be liable for injury or death to 
livestock in transit resulting from causes 
therein named unless caused by negli- 
gence of carrier or its employees did not 
place burden of proving negligence on 
shipper. 

In suit against delivering carrier for 
loss of mules which died within 24 hours 
after delivery to consignee, evidence that 
sodium sulphate was found on railroad 
right of way adjoining unloading pen of 
initial carrier where mules were fed 
and watered in course of shipment, and 
that intestinal contents of one of mules 
showed presence of sodium sulphate in 
quantity sufficient to cause death, sus- 
tained verdict against delivering car- 
rier. Interstate Commerce Act, Sec. 
20(11), 49 U. S. C. A. Sec. 20(11). (At- 
lanta, B. & C. R. Co. vs. Patterson, 43 
S. E. Rep. 2d. 177.) 
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Shipowners Note Exceptions to 
C. I. O. Marine Statement 


A statement filed with the President’s advisory committee 
on the merchant marine by the C. I. O. Maritime Committee has 
brought an answer from the National Federation of American 
Shipping. 

In a letter to the Presidents’ committee, Frazer A. Bailey, 
president of the N. F. A. S., said that, among other things, the 
C. I. O. committee urged the expansion of our foreign trade, 
construction of passenger vessels, cessation of further sales of 
war-built dry-cargo vessels to aliens, and a ban on the transfer 
or charter of ships to Germany and Japan. 


With that part of the statement Mr. Bailey said the fed- 
eration was in accord. The C. I. O. committee was, however, he 
continued, obviously misinformed in certain other respects or 
had drawn erroneous conclusions, “as to which we respectfully 
submit the following in the interest of accuracy”: 


(1) The report states: ‘‘American shipowners excuse their failure 
to expand the American merchant fleet by pleading inability to com- 
pete. -The facts do not support this contention.”’ 

We perhaps need only state the take-home wages of able-bodied 
seamen on American and competitive foreign vessels as follows: 


Across the nation’s 
network of highways—day in and 
day out, the year round—travel 
more than 1000 modern, 
weatherproof Allied vans. 

Let Allied’s experts handle 
your next long-distance move 
quickly and safely. 


ALLIED 


VAN LINES, we 


American, $290 per month; British, $104 per month; Dutch, $80 
per month; Danish, $90 per month; French, $92 per month; Swedish, 
$115 per month; Norwegian, $108 per month. 

The wages of sea-going personnel in other ratings are relative. 
The working hours, number of men required to man similar vessels, 
and the duties which shipboard labor ‘are willing to perform all favor 
the foreign operator. There are other items of ship operation, such as 
insurance, repairs, feeding, stores, etc., which favor the foreign opera- 
tor, but wages is the largest single item and the examples given should 
suffice to demonstrate that an American ship cannot compete where 
the deciding factor is a freight rate or passenger fare based upon cost. 

(2) The report argues that these large wage differentials are 
insignificant: ‘‘Cargo handling and port charges make up nearly half 
of vessel operating expenses. These charges are the same for foreign 
as for American operators.’’ 

The shipping industry is greatly concerned about the very high 
cost of cargo handling which presently exists and studies and efforts 
are being made to effect a reduction. First efforts should be directed 
at mechanization and efficiency. 


Capital Costs 


(3) The report states: ‘‘Capital costs of American operators are 
the same, and in some cases lower, than those of foreign operators. 
Similarly, fuel, insurance, stores, etc., costs are the same.’’ 

The capital cost of an American ship built in an American ship- 
yard is from 50 to 100 per cent greater than foreign capital costs. 
Marine insurance rates are computed on capital investment. The costs 
of other types of insurance (personal injury, liability, cargo claims, 
etc.) are higher on American vessels primarily because American in- 
jury claims are more generously settled. Where a construction differ- 
ential equalizes the investment cost of the American operator (or 
approximately so) the capital investment is of course the same, but 
this applied only to about 7 per cent (active deadweight tonnage basis) 
of American shipping, restricted to the foreign trade and operating 
under subsidy contracts. Therefore, the statement that capital costs 
are the same is erroneous with this exception, and where war-built 
American vessels have been sold to both American and foreign buyers 
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This young man knows a good thing when he sees it. 


Santa Fe dining cars are known the country over 
for that famous Fred Harvey food... courteous service... 


shining silver... linens as white as the snow 
of the Rockies. 


Whether it’s beefsteak or brook trout 
or pheasant a la Périgueux that catches your 


fancy on the menu, you'll have a meal 
to remember. 


In fact, it’s almost worth taking a trip just to 
eat a Fred Harvey meal on a Santa Fe diner! 


May we count on serving you soon? 


SANTA FE SYSTEM LINES... Serving the West and Southwest 


T. B. Gallaher, General Passenger Traffic Manager, Chicago 4 
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under the ship sales act at the same price. The inspection and safety 
laws are much more stringent and expensive on American ships. 


Expense items Favoring Foreign Ships 


(4) The C. I. O. Maritime Committee contends that: ‘‘Only ship- 
board labor costs favor the foreign operator. These differentials are 
frequently overstated. Where such differentials place American oper- 
ators under insuperable conditions, operating differentials subsidies 
are available. However, this is rarely the case since feight rates are 
generally established at levels making American operations profitable.’’ 

Sea-going labor cost is not the only expense item favoring the 
foreign operator. Under present day conditions it costs approximately 
twice as much per year to repair and maintain an American vessel in 
American repair yards. The item of food costs, based upon both 
quantity and quality, is approximately 50 per cent greater on the 
American ship. We have already shown specifically some of the differ- 
entials in sea-going labor costs. The contention that freight rates are 
generally established at levels making American operations profitable 
is completely fallacious. In the international trades the American ship 
must face competitive conditions from low cost foreign operators at 
rates frequently below the American cost of operation, especially in 
the bulk cargo and tramping trades where economy, rather than speed 
and service, controls. Freight rates in the trans-Atlantic coal and 
grain trade today are below the level of American costs. 

Operating differential subsidies (designed to establish parity of 
cost of operation between directly competing American and foreign 
steamships) are paid only to twelve American companies for regular 
service over routes found by the Maritime Commission to be essential 
to the foreign trade and commerce of the United States. On other 
routes and in other trades the American ship, trading foreign, must 
meet foreign competition without assistance. 


Operations in Normal Times 


(5) The report states: ‘‘This results in exceptionally high profits 
for foreign operators with low shipboard costs, and equally good profits 
for American operators with the satisfactory freight-rate levels and 
direct subsidization.’’ 

There are times, due usually to war conditions or threatening inter- 
national emergencies, when the freight rate level in the interntaional 
trades is high enough to cover both the low and high cost operator 
with a satisfactory profit. This, however, is only for limited periods 
and is decidedly the exception. It is to be hoped that wars, threatening 
wars, and international emergencies will not be the rule rather than 
the exception in the future, whatever may be their financial effect on 
the shipping operations of all nations. In normal periods with a 
reasonable balance between ship supply and cargo offerings, the unsub- 
sidized American ship, with relatively higher operating costs, is faced 
with a difficult economic problem. ; 


Conference Rate System 


(6) The report also states: ‘‘The crux of the matter is that certain 
well-established American steamship lines are more concerned with 
maintaining their apportioned segment of a cartelized industry (the 
conference system) than in expanding the American fleet, while other 
American operators seek the super-profits of foreign flag operations.”’ 

The conference system was established under specific authority of 
Congress and is carefully supervised by the U. S.. Maritime Commis- 
sion. Those who pay the bills, such as the National Foreign Trade 
Association and American exporters and importers in general, favor the 
conference system. It serves to furnish a stabilized regular service 
at a reasonable level of freight rates rather than sporadic rate wars 
and disruption of service. Only in stabilized industries can employers 
pay the high level of wages prevailing on American ships. The state- 
ment of the C. I. O. Maritime Committee is not constructive criticism. 
By making reference to ‘‘super profits’’ of foreign flag vessels, the 
C. I. O. report recogniesz and emphasizes the great disparity of oper- 
ating expense between American and foreign ships. 


Ships Under Panama Flag 


(7) The statement adds: ‘‘Panamanian flag operation based on 
exploitation of seamen and evasion of income tax and safety standards 
has increased 150 per cent over pre-war levels.’’ 

The Panamanian fleet has been approximately doubled with rela- 
tion to its 1939 tonnage. The largest increases have been by vessels 
of Greek ownership. There is no relative increase of American-owned 
dry cargo vessels of Panamanian registry and there is an economic 
justification for a reasonable amount of such shipping in view of large 
American investments in the Caribbean area itself. Some of these 
vessels carry on extensive cross trade operations which competitively 
cannot be handled in American flag ships. In certain of these cross 
trades the crews would be required to stay away from United States 
ports for long periods. Based on experience, it is doubtful that Amer- 
ican seamen could be persuaded to sign on such vessels in any case. 

There has been some increase in American-owned Panamanian 
tankers, primarily because of changes in the geography of oil deposits 
as related to consuming areas. All bulk petroleum requirements in 
the United States domestic trade are handled by American flag ships. 
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Tanker operation does not have cargo handling costs which the C. I. O. 
has already referred to, and therefore the high sea-going labor expense 
is a much greater proportion of the total and places the American 
tanker at a relatively greater disadvantage in foreign competition. In 
an effort to maintain some American-owned tankers in international 
trade where they otherwise might not be abel to survive foreign com- 
petition, a few have been placed under the Panamanian flag. The 
alternative is to surrender the business completely to foreign owner- 
ship and foreign registry. 

In the event of an emergency the American owners will make these 
tankers available for national defense. They have done so in the past. 
The transportation of petroleum products in bulk is a substantial ele- 
ment of any military operation and the availability of ample ships for 
such purpose is of great importance. 


The real and long-range remedy for many of the industry’s prob- 
lems would be the realization on the part of both management and 
labor that the welfare of the industry is essential to the maintenance 
of jobs at good wages as much as it is to fair earnings. It will be a 
happy day when there is a more concentric viewpoint. 


Shipping Federation Opposes More 
Ship Sales to Foreigners 


The continuing increase in the projected size of foreign 
merchant fleets, due primarily to purchases of American war- 
built vesels and lareg foreign construction programs, is cur- 
rently a matter of deep concern to American shipping interests. 


Because of this asserted rapid growth, the National Federa- 
tion of American Shipping, Inc., says, it has announced its 
opposition to the sale of “any more war-built dry cargo vessels 
to foreign operators.” This opposition followed the submission 
to Congress by the Maritime Commission of its quarterly report 
of activities under the merchant ship sales act of 1946, covering 
the period April 1 through June 30, 1947. 


The report showed, for that period, that the commission 
approved 100 applications for the purchase of 198 vessels, 78 
for American-flag and 120 for foreign-flag operation, with an 
approximate sales value of $150,000,000. Added to applications 
previously approved for 362 American-flag and 831 foreign-flag 
vessels, priced at $1,000,000,000, the report said the total sales 
value of vessels approved for purchase approximated $1,150,- 
000,000. Thus, it observed, a total of 1,391 of the more than 
4,000 war-built vessels available for disposal had been approved 
for sale, while 1,510 additional vessels had been allocated for 
charter. It asserted that the balance of some 1,116 ships were 
immobilized, except for a small number operating then under 
government account. 


“At the end of the quarter, there were pending before the 
commission, 307 applications for 712 vessels, 63 for American- 
flag and 649 for foreign-flag operation,” said the report. “It is 
anticipated that most American applications will be approved, 
if the applicants meet legal requirements for purchase, and that 
a number of additional American applications will be filed and 
approved during the remainder of the life of the ship sales act. 
Of the foreign applications pending, a small portion may re- 
ceive approval, consisting almost entirely of Liberty ships and 
tankers.” 

The Maritime Commission, in its report, said the largest per- 
centage of the 945 vessels sold for foreign flag operation were 
Liberty ships, slow tramp type tonnage, offering the minimum 
threat of competition to the American merchant marine, pri- 
marily engaged in cargo-liner operation. The federations’ oppo- 
sition to further sale of vessels to foreign operators, was con- 
tained in a report compiled by its director of research, James A. 
McCullough, entitled “Size and Age of World Fleets.” 


While the average age of the American fleet would remain 
well below the world average for many years, said the report, 
it would be subject to “concentrated obsolescence” because of 
the brief period of its construction. Foreign fleets, however, it 
said, would be replaced in a much more orderly manner and 
would include a large number of post-war vessels. Citing ex- 
amples, the report estimated that only 7 per cent of the pro- 
jected American merchant marine would be vessels of post-war 
construction as opposed to 30 per cent for the major continental 
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Offering for Home Study — 






Management Course by Mail 


The nationally recognized College of Ad- 
vanced Traffic two year resident course in trans- 
portation and traffic management is now available 
to extension students by mail. Recognized under 
the “G.I. Bill,” veterans are given an excellent 
opportunity to advance in the field of transpor- 


tation and traffic through home study. 


The college of Advanced Traffic’s course deals 
in transportation fundamentals covering all 
phases of traffic, rail, motor, ‘air, water, for- 
warder, export, import, claims, classification, 
rates, routes, demurrage, storage, switching, 
transit, reconsignment, I. C. Act, ete., ete. 
Students work with hundreds of actual tariffs, 
classifications, routing guides, etc., which are 
loaned to the individual for use in solving prac- 
tical problems and to illustrate the principles 


contained in the text oreo? | 


The complete course is a practical laboratory 


study in transportation and traffic, not to be 


The College of Advanced Traffic's 


Transportation and Traffic 
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Gpproved under “4. 9. Bill” 


confused with an ordinary correspondence course. 


Qualified instructors analyze and grade each as- 


signment, 


Send the coupon below for full details, indicating if 
you are a veteran. If you would like a copy of our 
new catalogue entitled, “College Training in Trans- 
portation and Traffic Management,” which discusses 
the importance of transportation in the scheme of 
business and careers in transportation and traffic 


management, indicate this, too, on the coupon. 


College of Advanced Traffic 

Educational Division of The Traffic Service Corp. 
14 E. Jackson Blud.—Dept. TW 

Chicago 4, Illinois 


Please send me immediately complete details about your 


transportation and traffic management extension course for 
home study. 


C)I ama veteran. [ Include....copies of your catalogue. 
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allies, 17 per cent for the continental neutrals, and 12 per cent 
for the British. 


Address to American Legion 


Addressing the merchant marine committee, national de- 
fense committee of the American Legion, at its 29th annual 
convention, New York, N. Y., August 26, Frazer A. Bailey, presi- 
dent of the federation, discussed, among other things, the sale 
of war-built vessels to non-citizens, and declared that one of 
the matters which was now giving the shipping industry great 
concern was the generosity of our government not only to 
allied and friendly neutrals of the past war, but even to some 
of our former enemies. 

Pointing out that in 1939 American shipping was carrying 
less than 30 per cent of American commerce, he said he did not 
believe any thoughtful American felt it was unreasonable for 
us to aspire to carry half of our own commerce. 


“And I do not think anyone will seriously contend there is 
an obligation, moral or otherwise, to build up the fleet of com- 
peting foreign shipping to a greater capacity than existed in 
1939 when they were carrying more than 70 per cent of our 
foreign commerce,” said he. “However, that is the situation 
today when you take into account the war-built ships we have 
sold to foreigners (at the same prices as to Americans) and 
the newly constructed ships which would be delivered by for- 
eign shipyards within the next few months. There is continual 
pressure upon the Maritime Commission, exercised by foreign 
governments usually through the State Department, to sell 
additional vessels to overcome some alleged hardship case. We 
have every admiration for those nations which have in the 
past, and who aspire in the future, to a strong position on the 
seas. History will show it is a sound ambition. I believe, how- 
ever, that the people of the United States intend that American 
ships shall handle greater proportion than 30 per cent of our 
American international commerce. We should not, therefore, 
sell additional American war-built vessels to aliens at attrac- 
tive prices to be manned by foreign seamen at low wages, and 
upon a basis of freight rate competition further reduce Amer- 
ican shipping participating in our overseas commerce. Many 
foreign nations which had little or no merchant fleets are now 
seeking to become maritime participants. I need only to men- 


“North Western” places at your disposal 
nearly 10,000 miles of rail transportation 
in nine mid-western states. 
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tion Switzerland as one. It cannot be contended that these are 
required as auxiliaries for the Swiss navy.” 

Mr. Bailey also assailed the turning over to former enemy 
nations of certain war-built cargo ships, to.be manned and 
operated by them, for transportation of relief cargoes. 

To the extent that foreign fleets were increased, he de- 
clared, the American fleet was diminished. 


In 1939, he said we had 127 passenger vessels in active 
operation. Today, he said, we had only 39, and there was almost 
no construction, and added that our active passenger ship ton- 
nage had decreased approximately 63 per cent. Notwithstand- 
ing the high cost of operation and the impact of overseas air 
transport, he said we must have such vessels to maintain our 
contacts with important world areas and for troopships in an 
emergency. He said there appeared no alternative to increas- 
ing government aid to a point which would provide an eco- 
nomic status justifying the investment of private funds in such 
passenger steamships as were essential and necessary to the 
public and national welfare. This, he said, meant some in- 
crease in the construction differential borne by the govern- 
ment, but it was cheaper and far more practical than the 
alternative of complete government ownership, whether the 
vessels were maintained in service or held in reserve. 

As to cargo ships, he said we presently had in operation 
between 600 and 700 privately-owned dry cargo vessels suit- 
able for the carriage of military supplies. A great many of 
these were purchased from the war-built fleet, and it ap- 
peared, said he, that we would have about the same number 
as were in active operation when war broke on us in 1941. 
This, he declared, would not even meet the minimum require- 
ments of a nucleus to support military operations in an emer- 
gency. In addition, he pointed out, that some 1,400 government- 
owned dry cargo vessels were operating under charter. Mr. 
Bailey said the federation had suggested the following three 
means partially to correct the present difficulties in the U. S. 
coastwise and intercoastal services: 


First, we think the construction differential allowed to American 
ships in the foreign trade should be extended to American ships in the 
domestic trades, not on the basis of foreign competition as in the former 


instance, but upon the absolute need of these domestic-trading ships 
for national defense. . 


Seconly, we have urged that the railroads be prohibited from 
charging especially depressed rates on certain traffic because it may 
also be handled by coastwise and intercoastal vessels. We contend that 
all rates of such rail and other carriers should bear a full proportionate 
share of the cost of operation and each be of and by itself reasonably 
compensatory. It is obviously unfair competition, and a fallacious 
policy, to take traffic on such a reduced rate basis, in order to deprive 
water carriers who can transport it advantageously. 

And finally, we have suggested that the Panama Canal tolls paid 
by merchant ships should reflect only the commercial investment and 
operating cost incident to merchant ship transit. The Panama Canal 
was built as much for national defense as it was for commercial pur- 
poses. As far as we can ascertain there has been no military allocation 
of the investment cost. It also appears that certain expenses of the 
Canal Zone, which are primarily connected with military functions, 
are used in computing the tolls levied against merchant vessels. 


N. Y. Port Steamship Lines to 
Issue Cargo Receipts to Railroads 


An arrangement whereby the railroads in delivering east- 
bound cargo by lighter to steamship companies, export-and do- 
mestic, at the Port of New York, may obtain from the steamship 
companies a receipt for the cargo on delivery, will be placed in 
execution by individual steamship lines effective October 1, 1947, 
according to a memorandum sent to the steamship lines August 
22 by E. J. Karr, chairman of the joint steamship and railroad 
committee, Maritime Association of the Port of New York. 

The arrangement will relieve the railroads of the contem- 
plated tariff action to be published and filed with the Commis- 
sion for the issuance of such receipts on delivery of cargo, said 
Mr. Karr. - 

For some years, according to the Maritime Association, the 
railroads have brought pressure on Mr. Karr’s committee to 
arrange for such receipts for the cargo on delivery, “but other 
urgent matters have delayed consideration.” 

The subject was discussed several times by the Karr com- 
mittee and the foreign cargo claims committee of the American 
Merchant Marine Institute. At such a meeting on March 28, 
1947, plans were formulated to provide prompt receipts to the 
captain of the lighter on delivery of cargo. These plans were 
discussed with railroad representatives on April 18, a subse- 
quent meeting was held with steamship representatives, and the 
following plan promulgated and placed before the steamship 
companies for acceptance: 


1. It is agreed that the railroads are entitled to a;receipt on de- 
livery of eastbound cargo to vessel or dock. 
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2. It is agreed that such receipt cannot be given on a duplicate 
copy of the lighter manifesto because the manifests do not always 
show description and marks which agree with dock receipts, and 
because a receipt on duplicate copy of the manifest would not bind the 
railroad. 

Plan Effective October 1 


3. The following plan is to be placed in execution by individual 
steamship lines effective October 1, 1947: 

Shipper must be requested to make an additional copy of the dock - 
receipt, which will be used as a railroad receipt. 

On receipt of cargo the railroad copy of the dock receipt, with 
exceptions, if any, will be signed by the receiving clerk and delivered 
to the captain of the lighter. 

The original dock. receipt carrying the same exceptions, if any, 
will be delivered to the railroad runner as heretofore, in order that 
the railroad may deliver this original dock receipt to the shipper.... 

If a railroad delivers eastbound cargo to a steamship dock or 
vessel on more than one lighter, they will present a non-negotiable 
interim receipt, in duplicate, to the receiving clerk and receive one 
signed copy. . . . On delivery of the balance of the cargo, the captain 
of the lighter which delivers the balance of the cargo, upon surrender 
of the interim receipts obtained for other deliveries, will receive the 
dock receipt or receipts for the entire quantity covered. 

If a lighter finishes discharging cargo during the night, on Sundays 
or holidays, and there is no captain on board, the captain will pick up 
the railroad copy of dock receipt the next morning. 


Mr. Karr has asked each steamship company to place this 
plan in effect and to see that dock superintendents and receiving 
clerks are instructed as to its provisions. 


Ship Conference Agreements 


The Maritime Commission announced it had received an 
agreement, No. 7623, between Dampskibsaktieselskapet Jeanette 
Skinner, Skibsaktieselskapet Pacific and others, covering estab- 
lishment and maintenance of a joint cargo and passenger and 
mail service under the trade name “Knutsen Line” in trades 
operating between Pacific coast ports on the one hand, and 
Central and South American ports and United Kingdom and 
Irish ports, on the other; between ports in Scandinavia and the 
European continent and certain Caribbean and South American 
ports; and between Mediterranean ports and certain Caribbean 
and South American ports. 


The Maritime Commission has announced approval of the | 


following agreements filed with it pursuant to section 15 of the 
shipping act, 1916, as amended: 


No. 7604, covering the establishment and maintenance of a joint 
cargo and limited passenger service under the trade name ‘‘Java New 
York Line,’’ in the trade from Atlantic and Gulf ports to ports in the 
Netherlands East Indies, but not including any foreign flag operations 
between U. S. ports. Parties to the agreement are N. V. Stoomvaart 
Maatschappij ‘‘Nederland,’’ N. V. Rotterdamsche Lloyd, N. V. Neder- 
landsch-Amerikaansche Stoomvaart Maatschappij ‘‘Holland-America 
Lijn,’’ the Ocean Steam Ship Co., Ltd., the China Mutual Steam Navi- 
— Co., Ltd., and Nederlandsche Stoomvaart Maatschappij ‘‘Oceaan’’ 

No. 7606, between the same parties named in Agreement No. 7604, 
covering the establishment and maintenance of agreed sailing sched- 
ules from ports in the Netherlands East Indies to Atlantic and Gulf 
ports of the U. S. with a view to the frequency and interspacing of 
sailings. 

No. 7607, between the same companies named in Agreements Nos. 
7604 and 7606, covering the establishment and maintenance of a joint 
cargo and limited passenger service under the trade name Blue Funnel 
Line—Java New York Line, in the trades from Atlantic and Gulf ports 
of the U. S. to ports in the Colony of Singapore, Malayan Union and 
Siam, via port or ports en route, but not including transportation 
within the purview of the coastwise laws of the U. S. The agreement, 


it was noted, ‘‘does not embrace trade to ports in the Netherlands East 
Indies.’’ 


Approval of the following agreement filed with the M. C. 
is sought: 


No. 7624, between Atlantic Ocean Transport Corporation, Marian 
Navigation Co., S. A., Caribbean Shipping Lines, S. A., and Alexandria 
Navigation Co., S. A. E., establishing a joint cargo service, with lim- 
ited passenger accommodations, under the trade name ‘‘Levant Line,’’ 
in the trade between U. S. Atlantic and Canadian ports and the ports 
of Portugal, Spain, France,.Italy, Yugoslavia, Albania, Greece, Bulgaria, 
Rumania, Union of Soviet Socialist Republics, Turkey, Cyprus, Lebanon, 
Syria, Palestine, Suez, Egypt, Lybia, Tunisia, Algeria, Morocco and 
various islands in the Mediterranean. It is provided that the parties 
shall cooperate to supply tonnage for the joint service; revenues and 
expenses of each vessel to be shared in accordance with ownership or 
chartered interests of the respective vessels. The joint service is to be 
represented by Stockard & Co., Inc., in any lawful conference, pooling 
or other agreement to which it may become a single member or party. 


Cc. N. WEST INDIES STEAMSHIP SERVICE 


The luxury liner Lady Nelson, flagship of the Canadian 
National Steamships, returned to the Canada-West Indies serv- 
ice August 20, Captain R. A. Clarke, general manager of the 
company, announced. The liner will sail from Halifax via 
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Boston to Bermuda, the British West Indies and British Guiana, 
on a 35-day round trip cruise. The vessel has accommodation 
for 125 first class, 32 second class and 20 third class passengers, 
and has a cargo capacity of 250,000 cubic feet of general cargo 
space, plus 12,000 cubic feet of refrigerated space. During the 
recent war, the Lady Nelson served as Canada’s first hospital 
ship and later as a repatriation ship. 


M. C. FINANCE BUREAU DISSOLVED 


The Maritime Commission has announced dissolution of its 
Bureau of Finance, headed by J. M. Quinn, and establishment 
of a Bureau of Internal Accounts, to be headed by T. H. 
Reavis, an investigator for the General Accounting Office, and 
a Bureau of Fiscal Affairs, to be headed by Earl White, who 
has been an assistant to Mr. Quinn. The latter goes to United 
States Lines as comptroller. 

Mr. Reavis appeared before Congressional committees dur- 
ing the war period in connection with War Shipping Adminis- 
tration and Maritime Commission financial transactions, and 
was chairman of a joint M. C.-G. A. O. committee to look into 
accounting procedure of the M. C. 


M. C. HEARING ON BILLS OF LADING 


The Maritime Commission has announced that hearing in 
No. 658, Bills of Lading—lIncorporation of Freight Charges, 
scheduled to begin at 10 a.m., eastern daylight time, September 
3, before Examiner C. W. Robinson, wil be held in the Hotel 
St. George, Brooklyn, N. Y. 


ALASKAN RATES HEARING POSTPONEMENT 


The Maritime Commission has announced postponement 
from September 8 until October 27 hearing at Seattle, Wash., 
in No. 681, Alaskan Rate Investigation No. 3. It said the 
hearing room would be announced later. 


SHIPS OFFERED FOR SCRAP 
The Maritime Commission has announced offering 12 over- 
age ships for sale on a scrap basis. Bids will be received until 
September 24 under invitation No. PD-X-392. Two vessels are 
in the Hudson River reserve. fleet, one in the Mobile River fleet, 
and the remainder are located at Suisun Bay, Calif. 
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NOTE—lItems in the docket marked with an asterisk (") have been added since the last issue of 
THE TRAFFIC WORLD. New assignments now on the Commission’s docket of dates later than 
herein shown will not bear asterisks when they do appear. Current cancellations and postpone- 
ments announced too late to:show the change in this docket will be noted elsewhere. 


September 2—Memphis, 


Tenn.—U. S. Ct.— 
Examiner Simmons: 


* MC 39970, Sub. 2—Tunica Truck Line, 
Tunica, Miss. 
September 2—Richmond, Va.—Hotel Rich- 


mond—Jt. Bd. 108: 
MC 107478, Sub. 2—Old Dominion Freight 
Line, Richmond, Va., common carrier ap- 


plication. 
September 2—Richmond, Va.—Hotel Rich- 
mond—Jt. Bd. 221: 


MC 108847 — Abingdon - Wilkesboro Motor 
Lines, Inc., Richmond, Va., common car- 
rier application. 

September 3—Fort Mayne, Ind.—U. S. Ct.— 
Examiner Garofalo: 

MC 102343, Sub. 4—John Kauser Trucking 
Service, Paulding, Ohio, common carrier 
application. 

ee 3—Fort Wayne, Ind.—U. S. Ct.— 


MC 108620 Oser Cartage Co., Fort Wayne, 
Ind., contract carrier application. 
Soptente _ Wayne, Ind.—U. S. Ct.— 


MC 12403—Bruff Cleary Travel Bureau, 
Fort Wayne, Ind., broker application. 
September 3—Kansas City, Mo.—Hotel Pick- 

wick—Examiner Peterson: 
MC 2283, Sub, 2—Whitehead Transfer and 
Storage Co., Springfield, Mo. 
me. aes Sub. 4—Lincoln Storage & Moving 
Kansas City, Mo. 
Me” "83100, Sub. 2—Collins Moving and 
Storage Co., Independence, Mo. 
MC 103967, Sub. 11—New Way Transfer, 
Kansas City. Mo. 
September 3—New York, N. Y.—641 Wash- 
ington St.—Jt. Bd. 3: 
MC C-901—Loring P. Jones, 


at: oi:,. vs. 
Rockland Coaches, Inc., 


et al. 


SERVING 
THE NATION! 


September 3—Paducah, Ky.—U. S. Ct.—ZJt. 
Bd. 156: 


MC 107973, Sub. 2—Faughn Truck Service, 
Metropolis, Ill., contract carrier applica- 


tion. 
September 3—Richmond, Va.—Hote!l Rich- 
mond—Jt. Bd. 108: 

MC 80382, Sub. 14—Brooks Transportation 
Coax Inc., Richmond, Va., common carrier 
application. 

September 3—Richmond, Va.—Hotel Rich- 


mond—Examiner Angle: 

MC 108691—C. B. Burton, Louisa, Va., con- 

tract carrier application. 
September 3—Washington, D. C.—Examiner 
Bernhard: 

Finance 14636—Geor ia, Florida & Alabama 
R. R., reorganization. 

September 3—Washington, D. C.—Jt. Bd. 120: 

MC 3677, Sub. 22—Washington, Marlboro 
and Annapolis Motor Lines, Inc., Brad- 
bury Heights, Md., common carrier appli- 
cation. 

September S-ieanington, D. C.—Examiners 
Albus and Edd iy: 

Finance 15765—Application of Middletown 
and New Jersey Ry. for authority under 
section 5(2) of interstate commerce act 
to purchase railroad aig 9 x formerly 
owned and operated y Middletown and 
Unionville Railroad and to acquire by as- 
signment lease of 1.17 miles of tracks of 
trustees of N. Y. O. & W. Ry., all as 
consistent with public interest. and for 
authority under section 20a of said act 
to issue securities. 

Septemver 4—Fort Wayne, Ind.—U. S. Ct.— 
Examiner Garofalo: 

MC 108662—Catron Trucking, Muncie, Ind., 

contract carrier application. 


North American van Lines, In 


CT-Tal-1ae] Mn @)airacte 


FORT WAYNE, 


IND. 
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September 4—Fort Wayne, Ind.—U. §. Ct.— 
Jtz Bac 21; 


MC 108744— Alex Hanewich, Wheatfield, 
Ind., common carrier application. 
September 4—Fort Smith, Ark.—Hotel Gold- 
man—Examiner Driscoll : 
MC 29955, Sub. 4—England Bros. Truck 
Line, Fort Smith, Ark. 
September 4—Norfolk, Va.—U. S. Post Office 
and Ct.—Examiner Angle: 
MC 108769—Churn’s Truck Line, 
Va.. common carrier application. 
September 4—San Francisco, Calif.—P. O. 


MC 1 “D. & W. Transportation, Santa 
Marie, Calif., common carrier application. 
sg el 4—Washington, D. C.—Examiner 
anson: 


—a Corporation vs. C. & N. W. 
ag 2 4—Washington, 


Norfolk, 


D. C.—Examiner 


29797—-Lse by Erie of Niagara Junction Ry. 
Co. terminals. 
September 5—Chicago, 
Examiner Garofalo: 
MC 22254, Sub. 13—Trans-American Van 
Service, Inc., Chicago, Ill., common car- 
rier application. 
September 5—Norfolk, Va.—U. S. Post Office 
and Ct.—Examiner Angle: 
MC 89240, Sub. 1—Winfree Motor Lines, 
Norfolk, Va., common carrier application. 
September 'b—Norfolk,, Va.—U. S. Post Of- 
fice—Jt. Bd. 226: 
MC 108935—Wellons Motor Express, New- 
Sg News, Va., common carrier applica- 
on, 
September 5—Washington, 
Albus: 


ill.—State Comm.— 


D. C.—Examiner 


Finance 7142—Supplemental Application of 
Reading Company for authority under 
section 5(2) of the Interstate Commerce 
Act to modify its operation agreement 
dated September 18, 1928, with the Port 
Reading Railroad Company, as consistent 
with the public interest. 

Finance 15786—Application of Reading Com- 
pany for authority under section 5(2) of 
the Interstate Commerce Act to modify 
the operating agreement dated January 
17, 1900, between its predecessor, The 
Philadelphia and Reading Railway Com- 
pany, and the Wilmington and Northern 
Railroad Company, as consistent with the 
public interest. 

September 8—Carlsbad, N. M.—Crawford Ho- 
tel—Jt. Bd. 87: 

MC 76564, Sub. 24—Hills Lines, Inc., Ama- 
rillo, Tex., common carrier application. 
September 8—Chicago, II1.—Main P. O. Bldg. 

—Jt. Bd. 21: 

MC 58954, Sub. 10—McNamara Motor Ex- 
press, inc., Kalamazoo, Mich., common 
carrier application. 

September 8—Denver, Colo.—State Comm.— 
Jt. Bd. 29: 


MC 105027, Sub. 17—Nelson Brothers, Craig, 

Colo., common carier application. 
September 8—Denver, Colo.—State Comm.— 

Examiner Corcoran: 

MC 9895, Sub. 60—R. B. Wilson, Denver, 
Colo., common carrier application. 

MC 106621, Sub. 10—Melton Transport Co., 
Cheyenne, Wyo., common carrier applica- 


tion 
september 8—Fargo, N. D.—U. S. Ct.—Jt. Bd. 


mo. 78643, Sub. 20—Hart Motor Express, 
Minneapolis, Minn. 

September 8—Jackson, Miss.—Robert E. Lee 
Hotel—Jt. Bd. 14: 

MC 108660—White Transport Bus Line, 
Waynesboro, Miss., common carrier ap- 
plication. 

MC 108707—Avera Lines, Moss Point, Miss., 


common carrier application. 
September 8—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Fuller: 
29762—Allowances for pickup and delivery 
at Kansas City. 

September 8—Oklahoma City, Ukla.—Oklaho- 
ma-Biltmore Hotel—Examiner Driscoll: 
MC 29955, Sub. 4—England Bros. Truck 

Line, Fort Smith, Ark. 


September 8—Raleigh, N. C.—Sir Walter Ho- 
tel—Jt. Bd. 103: 
ue. 58177, Sub. 1—Durham-Dunn Bus Co., 
—_ ay Springs, N. C.. common carrief 
application. 

MC 28985, Sub. 6—Seashore Transportation 
Co., New Bern, ic. 

Sept. ree’ Nev. —Chamber of Commerce 
—Jt 

MC 1849, Sub. 47—Northern T'sansportation 
Co., Los Angeles, Calif. 

MC 30005, Sub. 12—Nevada-California Trans- 
portation Co., Reno, Nev. 

Sept. 8—Reno, Nev.—Chamber of Commerce 
Examiner * Linn: 

MC-F 3445—L. R. Martin, Control; Northern 
Transportation Co., Purchase (Portion)— 
Sebastian Mikulich. 

* MC-F 3578—L. R. Martin, Control; Northern 
Transportation Co., purchase (portion), 
John S. Ginocchio. 
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